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Now, while you are not too busy and while every saving 
means so much, 
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take time to survey your packaging 
system. You'll find that new designs, new materials, simplified 
packing —all these can save you good money. And remember, 
the service of Hinde & Dauch Package Engineers is absolutely 
free. There is no charge for their efforts to improve your shipping 
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containers and reduce your costs. Write for our booklet—’’How 
to Use H & D Free Package Engineering Service 
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THE HINDE & DAUCH PAPER COMPANY 
303 DECATUR ST. 


SANDUSKY, OHIO 
Western Address: Kansas City Fibre Box Company, Packer's Station, Kansas City, Kansas 
Canadian Address: Hinde & Dauch Paper Company of Canada, Ltd., King Street, Subway 


and Hanna Avenue, Toronto. 
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<= Mutiny on the Bounty 


‘LIEUT. BLIGH having completed a collection of 1015 fine Bread Fruit plants, set sail from Otaheite 
the 4th April 1789, & on the 29th, before sun rise, FLETCHER CHRISTIAN, with 3 other Mutineers, 
entered his Cabin, forced him out of bed & dragged him bound to the deck; a Boat 23 F in length, 
6 F g I in breadth, & only 2 IF 9 i deep, was hoisted out, when Lt. Bligh & 18 of the Officers & Crew 
were forced into it. The provisions allotted therm consisted of 29 lbs. of Pork, 150 lbs. of Bread, 5 quarts 
of Rum, 3 bottles of Wine, & 28 gallons of water. With this scanty allowance, after endeavouring in 
vain to procure a greater supply at Tofoa, where in the fruitless attempt one Man was killed by the 
Natives, they by unprecedented abstinence and resolution, sustained life under divine providence for 
41 days, allowing to themselves no more than about 1 oz. of bread & a 14 pint cf water, occasionally a 
tea spoonful of rum & an oz. of Pork per Man per day, & after traversing 3618 miles in this open boat, 
almost incessantly exposed to rain & a tempestuous Sea, they reached Timor, where they were hos- 


pitably treated by the Dutch Governor.” 


From Lt. Bligh’s Narrative, Published by order of the 
Lords Commissioners of the Admiralty, October 2, 1790 
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[F so, youre finding it one time 
where the David-Goliath battle 
doesn't come out in the favor of 
the little fellow. You need 
McBee Vertical-Flat Filing Cases 
and Rate Desks, which are perfect 
housings for the largest tariffs. 


McBee Vertical-Flat 
Tariff Files 
Fit All Tariffs 


EGARDLESS of size, 

this all-steel McBee 
equipment will accom- 
modate any tariff issued. Your tariff file 
growing; additional filing equipment is a 
necessity in every well-managed Traffic De- 
partment. Install this McBee equipment and 
increase efficiency. 





McBee Vertical-Flat Files eliminate frequent 
time-wasting trips between desk and file and, 
since each drawer is a separate unit, forma- 
tions of single-unit drawers are possible in 
floor space ordinarily wasted 


Wpee for Literature, 
Specifications and 
Prices. 


THE McBEE COMPANY 


ATHENS, OHIO 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





ST. GEORGE AND THE RAILROADS 
(The Daily Traffic World, March 28) 


HEN Franklin D. Roosevelt became president of 

the United States he found a banking situation that 
demanded courageous, forceful, and immediate attention. 
He dealt with it promptly and effectively. Emboldened 
by his success and encouraged by the praise and coopera- 
tion with which he met, he proceeded to have himself 
empowered by Congress to put into effect a program of 
national economy. He saw the psychological opportu- 
nity and grasped it. Congress, carried with the flood of 
popular enthusiasm and willing to “pass the buck,” gave 
him his way, though it had refused similar requests from 
former President Hoover. Then President Roosevelt 
tackled beer and triumphantly brought it back, to the 
satisfaction, at least, of those who desire beer, and, of 
course, to the benefit of the national treasury. The farm 
problem and the reforestation project next engaged his 
attention. He has not been quite so successful agricul- 
turally as yet. There are hints that Congress will not con- 
tinue to do whatever he asks just because he asks it and 
questions arise as to whether the exact nostrum pre- 
scribed by Mr. Roosevelt must be applied just because 
there is a situation that needs a cure, 
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Now, with the farm relief program still pending, he 
finds another dragon to slay—this time the railroad 
problem. Is he to go on doing job after job in his own 
way, washing his hands after each and tackling the next 
with renewed zest, insisting that his remedy is the one 
and only and that Congress must do as he wills? Are 
we to have dictatorship in fact, if not in name? Is 
Roosevelt to be added to the list of Mussolinis and 
Hitlers? We admit that sometimes a dictatorship is to 
be preferred to a muddling Congress, and that there is 
always a place for the “go-getter”; but the test of the 
value of the dictatorship is the wisdom of the dictator. 
Our modern St. George has battled with two or three 
dragons and slain them; we congratulate him; but the 
danger is. that he will continue to see in every problem 
that engages his attention a dragon that must be im- 
mediately slain, and slain with the weapons he chooses. 

We admit that the transportation problem is serious 
and needs to be dealt with. We have said enough about 
it, certainly, to prove that we think just that. But it 
is not a dragon that needs a wad of oakum hurled down 
its throat and its heart pierced by the presidential spear. 
It is a problem that must be dealt with calmly and care- 
fully by experts, not by theorists who, recognizing that 
something is wrong, jump to the conclusion that the 
present system must be overturned and something 
entirely new tried. 

The program of the administration, when it is com- 
pleted, may not be as revolutionary as now appears, but 
we think this warning timely. If it proves to have been 
unnecessary, so much the better. Those to whom trans- 
portation is vital and who think they know what is the 
matter with the machine and what should be done to 
repair it, should be on guard against radical schemes 
inspired by the enthusiasm of the moment. 

One of the great dangers is that railroad executives 
will bow to the will of the chief executive, as they have 
always done, complacently assenting to his wishes, walk- 
ing out of his presence backward—and kicking themselves 
afterwards. They should make plain to him what they 
consider to be the needed remedies and the folly of those 
he suggests—if they believe them to be folly. They should 
admit their own shortcomings and pledge themselves to 
cure them to the full extent of their ability. 

Shippers, though realizing these shortcomings and 
naturally disposed to chuckle at the plight in which those 
whom so many of them seem to regard as their business 
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enemies find themselves, should, nevertheless, stop, look 
and listen. Are the days of government railroad opera- 
tion during the world war so distant that they can fail 
to remember the inconveniences and injustices with which 
they then had to contend? Do they want another period 
or a permanent plan of that sort, or approaching it in 
kind? Will they not realize that what seems to be about 
to be proposed is a step toward government operation or 
ownership—a big step—and that, step or no step, it will 
prove to be much the same, in its practical workings, as 
the thing toward which it approaches? 

Do we want dictatorship for our railroads—dictator- 
ship, in the first place, that imposes a new and radical 
plan on transportation, and, second, dictatorship for 
actual operation of the railroads after dictatorship has 
set up the scheme? Are we to see in everything an 
emergency that must be tackled immediately and finally 
by anyone—even so valorous and patriotic a person as 
our newly installed president—who has the nerve and the 
aggressiveness to propose a plan, and who wields some- 
thing of a big stick in the effort to put it over? Is every 
puzzling situation to continue to be a dragon? 

The kinging business became unpopular some time 
ago, to be succeeded, apparently, by the fashion of dicta- 
tors. They serve their purpose now and then. Their busi- 
ness is to slay dragons. But they must not be allowed 
to stay in business by converting cows in the pasture 
into monsters with blazing jaws. 


The above editorial was published in The Daily Traf- 
fic World of March 28. At that time it seemed to fit the 
situation, though it was realized that the picture might 
change by the time the weekly Traffic World went to 
press. It has changed to the extent that at least a part of 
President Roosevelt’s transportation plan has become 
known, and it may change again, in the sense that more 
details may be known, by the time this reaches the eyes 
of our readers. 

So far as President Roosevelt’s immediate plan has 
thus far definitely developed, it calls for a “coordinator” 
—that word being preferred to “dictator”—and regional 
coordinators to bring about railroad economies. As we 
have pointed out, we do not believe such a plan necessary, 
but, even if it is, it meets only one phase of the situation, 
which takes in much more than the mere matter of cut- 
ting out railroad waste and duplication. It would bring 
about some economies that the railroads seem unwilling 
or unable to bring about for themselves—though from 
the saving from such economies would have to be de- 
ducted the salaries and expenses of the coordinators and 
their organizations—but it does not touch the fundamen- 
tals, though, to be sure, we are told that the President 
hopes eventually to bring all transportation under fed- 
eral supervision. 

There are, certainly, some things that must be done 
with respect to transportation—this, not primarily to 
“save the railroads,” which has been the motive with re- 
spect, for instance, to agriculture, but to set up a sane and 
sound transportation system for the benefit of commerce 
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generally and only incidentally to give the railroads , 
“square deal” and preserve this great industry. 

One of the things that must be realized is that the 
railroad financial structure must be deflated, to some ex. 
tent. That involves loss for stockholders, to be sure, but 
stockholders in any enterprise that have not taken a g. 
rious loss these days are few and far between. 

The railroads must adopt more radical methods in 
cutting out waste and duplicated service. We do not 
think “dictators” or “czars” are necessary to accomplish 
this. The railroads can do it themselves, by agreement, 
If there are too many recalcitrants to make this possible, 
than the blood of the railroads must be on their own 
heads; compulsion will have to be resorted to; but noth. 
ing like government operation or dictatorship ought to 
be necessary, even in that event. In this connection, hov. 
ever, we may remark that too much emphasis may easily 
be given to certain aspects of the situation where saving 
seems possible. Much is said, for instance, about the 
duplicated service of “de luxe” passenger trains. We be- 
lieve saving is possible in this respect but, after it was 
all accomplished, it would still be but a drop in the bucket 
—much like the saving to be effected by cutting the sal- 
aries of railroad presidents. We believe more could be 
accomplished, perhaps, by giving attention to the matter 
of unnecessary service between points that are not com. 
petitive. 

As to consolidation, we think the railroads would 
make a favorable impression by moving more rapidly to 
bring about the proposed eastern unification that has been 
approved by the Commission, though, in general, we do 
not see the great benefits to be derived from consolida- 
tion. The savings through that policy, we believe, would 
be largely, if not more than, offset by inconveniences to 
the public and a drop in the standard of service. A good 
deal of the noise about it is made by persons who merely 


assume that it would be a wise thing—it sounds good— §— 


and by officials of railroads that have pet schemes of con- 
solidation that would be of benefit to them individually. 

Regulation of all forms of transport must be equal- 
ized. Absence of such equalization places the railroads at 
a disadvantage. It does them little good to cut rates to 
meet competition, for their competitors merely cut again, 
and nobody makes any money in the process. They must 
be placed on an equality in this and other respects with 
the motor vehicles, the intercoastal ships, and the inland 
waterways. Those who operate transport on the highways 
and waterways should pay in full measure for the privi- 
lege. Every form of transport should be on all fours with 
every other in every respect—this, not alone out of fair- 
ness to the railroads, whose condition it is the intention 
to better, but for the sake of building a sound system of 


transportation regulation and control. We have no sys: | 


tem worthy of the name now. What we have was strictly 
designed for the railroads, which were a monopoly, and 
we have made little change since competition became 
powerful. While we are about it we should make a clean 


job of the whole thing. 
(Continued on page 626) 





April 
— 


Bora 
Attri 
Renc 


with 
who, 
oppe 
to t 
and 
ask 


prot 
sugé 
tin - 


of | 
Mal 
rep! 
to t 
Lut 
£0 - 


whe 
of 
the 
emi 
Ger 








No. 1; 





bads q 


At the 
me ey. 
e, but 

a se. 


ds in 
O hot 
aplish 
ment, 
sible, 
own 
noth. 
ht to 
how- 
asily 
wing 
> the 
e be. 
was 
icket 
sal. 
1 be 
itter 
com. 


ould 
y to 
ee 
» do 
ida- 
uld 
3 to 
ood 
‘ely 
= 
on- 
Ly. 
al. 
at 
to 
in, 
ist 
th 
nd 
ys 
yi- 
th 


= © oS 








April 1, 1933 





Current Topics in 
Washington 





The coming of Dr. Hans Luther 
as ambassador from Germany has 
brought out the allegation that 
Senator Borah, of Idaho, traces his 
ancestral line to Martin Luther. 
Therefore, when the new ambassador 
with the pert first name, Hans (Jack) arrives, the Idaho senator, 
who, in the 1928 campaign, calmly met the charge that he had 
opposed the policies of President Coolidge by calling attention 
to the fact that he had done likewise with Harding, Wilson, 
and Taft, may be expected to call up the German embassy to 
ask if Cousin Hans has time to speak with Cousin “Bill” Borah. 

This tracing of Borah’s ancestry to the hero of western 
protestantism (about a century after John Huss, in Bohemia) 
suggests that the Idaho senator has upheld the idea that Mar- 
tin Luther was much out of line with his supposed leaders even 
as Borah has been. Of course, ardent supporters of Luther and 
of Borah may suggest that the supposed leaders, and not 
Martin or William, were out of line. Hans Luther has the 
reputation, among his home folks, of being stiff-necked, even 
to the extent of making a French general who had summoned 
Luther to come to his office “make a friend of his feet’ and 
go to Luther’s office at the time set by Luther. 

Generally, French officers in charge of German territory 
who desired to speak with Germans did not go to the offices 
of the Germans they desired to see. Martin Luther went to 
the Diet at Worms over which Charles V presided, but that 
eminent son of Burgundy occupying the throne of old imperial 
Germany did not get much satisfaction out of the interview. 


Borah’s Contentiousness 
Attributed to a 
Renowned Ancestor 





It seems to have been added to the 
law of the land in the period of the bank 
holiday that the dollar a man may have 
in his own jeans is no longer his own, to 
do with as he pleases. Especially is that 
true if he has ever had dollars enough in 
a bank to have attracted the attention of a bookkeeper. 

The foregoing is one inference to be drawn from the fact 
that, by means of the war-time anti-hoarding statute, the gov- 
ernment has been able to force hundreds of millions of gold 
and other money out of hiding and into the banks again. It 
may be that someone accused of hoarding may go to court 
about the matter and persuade the judicial branch of the gov- 
ernment that the conclusion that a man’s dollar is not his 
own is not the law of the land. But, until that judicial test 
is made, it is a fair inference that he who has ever put as 
much as $1,000 into a bank at one time may not withdraw 
hundreds at a time without raising a question as to whether 
he is violating the law against hoarding. 

A plain implication is that the man who accumulates a 

comforting number of dollars, to avoid the penalties laid on 
a hoarder, must find some way to put his dollars at the dispo- 
sition, temporarily, of the community. Distrust of banks, caused 
by the doings of some of them, may persuade the most cautious 
of men to entrust their money only to the savings banks main- 
tained by the government in connection with the postal serv- 
ice. Flocking of the cautious to the post-office banks, it is 
believed, will increase the pressure for making them banks 
on which the depositors may draw checks; and addition of that 
power to the postal banks would put the government into compe- 
tition with the private corporation banks that are supervised 
by government. 
’ At present, postal savings are deposited by the government 
in banks that furnish what the government deems adequate 
Security. In that way the money put into the hands of the 
sovernment is made available for business purposes. Creation 
of the savings bank feature of the postal service was in re- 
sponse to the desire of people to have a place in which they 
could deposit their savings with the minimum of risk of loss 
on which the return to depositors would be small because few 
of the ordinary risks of savings banks would be accepted by 
the government. 


A Man’s Dollar 
No Longer 
His Own Dollar 
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The threatened enforcement of the anti-hoarding statute 
against those who, just before the bank holiday, withdrew huge 
sums from the banks, seems to many a long step toward 
socialism, if that is the name to give to a thing that is based 
on the theory that the public has an interest in the dollars a 
man has earned. It may be no more than a declaration that 
dollars are affected with a public interest and, therefore, sub- 
ject to regulation the same as common carriers and other 
public utilities. 

Regulation of utilities was denounced, within the memories 
of men still in active business, as socialism. But, because of 
the sins of many of them, the argument did not prevent legis- 
lation. 

Nearly every step that is proposed to make the “new deal” 
effective, could be denounced as socialistic. It puts the gov- 
ernment into business more than ever, especially some phases 
of farm relief providing for government supervision of the 
planting and harvesting of crops to the end that there may 
be no over-production. 

Socialism has been denounced as the doctrine of despair. 
The steps toward it now proposed, it might be suggested, are 
surely inspired to a great extent by despair—despair over the 
inability of thousands of prosecuting and other government 
officers to enforce laws against stealing, trickery, and fraud 
so as to afford the ordinary man any feeling of security for 
what he has been able to accumulate wherewith to provide 
himself pleasant shelter, good food, education of his children, 
and avoidance of the poor house at the end of his life. 





Finding no hope for the pre- 
vention of overproduction of 
petroleum in the Hoover admin- 
istration state-compact idea, a 
conference of governors of states 
that produce oil and representa- 
tives of the petroleum industry, held under the auspices of 
Secretary Ickes, of the Department of the Interior, turned to 
the commerce clause of the Constitution as a way out. Tenta- 
tively, the suggestion was made that there should be a federal 
officer vested with power to prevent over-production. His chief 
weapon, it was proposed, should be the power to prevent the 
transportation, by pipe line or railroad, of petroleum, and sale 
of oil produced in violation of state laws. 

There was also a suggestion that the Interstate Commerce 
Commission be empowered to prevent transportation. In time 
of car shortage the Commission, under the law as it stands, 
could regulate the flow of such traffic. But no one had the 
temerity to suggest that there was such a condition. The 
Commission, when there is a threat to prevent transportation 
on account of disagreement between carriers or among carriers, 
has exercised power to prevent interruption by means of serv- 
ice orders. However, what the oil people want to accomplish 
is prevention of transportation, not) its facilitation. 

Secretary Ickes, more communicative about the conference 
held by him than his cabinet colleague, Secretary Roper, who 
has been holding conferences with respect to the railroad prob- 
lem and transportation regulation, told the newspaper corre- 
spondents that the conferring governors and oil men had told 
him they believed it impossible for the emergency to be han- 
dled by cooperation of state authorities and the petroleum in- 
dustry. Wherefore, according to Secretary Ickes, there was a 
turning to the federal government for aid in controlling pro- 
duction. Heretofore, production has been deemed beyond fed- 
eral government control, except by persuasion, as being wholly 
within the control of the states. That view has been held by 
leaders of all political parties, regardless of the old line be- 
tween the federalists and the state’s rights men. 


Petroleum Overlord 
Empowered to Forbid 
Transportation Suggested 





Anyone who has been in Wash- 


The Drift ington since the beginning of the 
+ a d Dictatorshi Roosevelt administration, it is believed, 
Nagy teh ed can trace steps toward the dictator 
in America 


idea. <A further thought along that 
line is that the facts that caused the 
dictatorships in other parts of the world may be making Amer- 
icans look with favoring eyes in that direction. 

The largest fact is the burden of debt piled up in the 
prosperous era of uplift and reform—generally at an enormous 
price, particularly in the states. Government is costing, at the 
present time, one-fifth, if not one-fourth, of the national income, 
right in these favored United States of America. Service of 
private debts is so great that, at present market quotations, 
the properties pledged as securities for the debts are worth 
little, if any, more than one-half of the debts. Though more 
is heard about farm foreclosures than any other distressing 
thing, the fact is believed to be that the nominal owners of 
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farms are not one whit worse off than any other class of 
people. 

But a dictatorship for the railroads, it might be suggested, 
would not ease the burden of federal government debt. On 
the contrary, if such a dictatorship were brought about with 
a view to reducing permanently railroad service to only that 
which could show an immediate profit, it is believed it would 
require billions from the federal treasury, as many believe, 
will be the fact with regard to the proposed farm relief. 

Owners of railroads discarded by a dictator, acting under 
such law as might be enacted, would expect compensation for 
their contributions to the general welfare. In ordinary times, 
bankers have been known to advance money to enable groups 
of men to buy properties for no purpose other than the dis- 
continuance of operation. That course has been followed at 
times with newspaper properties, the idea being that suppres- 
sion of newspapers not profitable in themselves but draining 
dollars which the public would pay for advertising, would 
leave the survivors in better shape. 

But scrapping of railroads and unprofitable lines at the 
behest of a dictator so as to improve the condition of those 
who would be profitable if they had the business of the so- 
called wasteful transportation lines could not be accomplished 
in that way even if bankers were prepared to finance such 
projects. Communities and labor organizations would not per- 
mit it—except possibly in war times. But there is no war to 
aid those who are more than toying with the idea of dictator- 
ships. If there were war or threatened war, President Roose- 
velt could take over the railroads—for war purpose operation. 
But even that would add to the public debt. Experience in 
the war period demonstrated that.—A. E. H. 


ST. GEORGE AND THE RAILROADS 
(Continued from page 624) 


Finally, the administrative work of regulating all 
forms of transport, after a fair and sound system has 
been set up, should be entrusted to one body or properly 
coordinated bodies so that there will be no competition 
or inconsistency in regulation and control; the same 
policy should govern all the regulatory bodies, if there 
are more than one; anything else would be confusion as 
bad as the present condition. 

Dictators are not needed; government ownership or 
operation is not needed ; what is needed is simply a sound 
system of control, with no favorites, cooperation on the 
part of the railroads to operate their properties as eco- 
nomically and efficiently as possible, and a proper’ defla- 
tion of railroad capital structures. If, after these things 
are accomplished, our principal agency of transportation 
still is unable to function properly in the service of com- 
merce, it will be time enough to think about “taking the 
railroads over,” or “compelling consolidation,” or “set- 
ting up a dictatorship.” We might then have to resort 
to the bootstrap hoisting method that has been and is 
being employed with other industries, and use the Recon- 
struction Finance Corporation to pour more sand into 
the rat hole; but we believe that time would not come. 


RATE GOVERNORS 


(By Thomas F. Woodlock, in The Wall Street Journal) 

A reading of the Interstate Commerce Commission’s report 
in Ex parte 103 “In the matter of increases in freight rates” 
together with the separate expressions of dissenting commis- 
sioners leaves one with a sense of mental confusion, mainly 
owing to lack of sufficient facts. All that is known with cer- 
tainty about the effect of the “surcharges” upon railroad rev- 
enues is that the Railroad Credit Corp. collected during 1932 a 
little over $62,000,000 in this form, being 2.6 per cent of the 
freight revenue and 19.1 per cent of net railway operating in- 
come, 

Of this result the majority report says: “These percentages 
are based on a comparison of the reported surcharge with the 
reported revenue and income. They do not represent what the 
weighted average per cent of increase in rates would have been 
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if the volume of traffic actually carried had moved at the rata 
in effect in 1931 plus the surcharges without the many redux. 
tions made to meet competition. * * * Respondents’ officials 
expressed the opinion that the surcharges had not seriously 
interfered with the free flow of traffic, that they had resulteq 
in a net increase in revenue and that the addition thereof to 
the basic rates resulted in reasonable rates. No attempt was 
made to state the total amount of the net increase in revenue 
and it is apparent that any estimate thereof must be largely 
speculative because there are too many uncertain elements 
which enter into the calculation.” 

The majority seem to have concluded that the surcharges 
did produce some increase in net revenue. In permitting their 
continuance, however, for a limited period (to September 3), 
1933) they based their action on the ground that the railroads 
should have time to prepare tariffs “in the usual way pro. 
posing such readjustments in their rates in the light of the 
impending discontinuance of the surcharges as they feel they 
can justify.” “Continuance of the surcharges,” they said, “with. 
out limitation or condition would be equivalent to a general 
increase in freight rates. This clearly is not justified upon the 
present record.” (Bold face type supplied.) 

Here is where the reader’s brain begins to grow dizzy, as 
it wonders upon what manner of record carriers could justify 
an increase in rates. The majority hints at a report shortly 
to be forthcoming on “the present relation between commodity 
prices and freight rates” which may be relevant. One of the 
dissenting commissioners enlarges upon this relation, and an- 
other points out that “revenue needs of the carriers are not 
paramount and controlling in the determination of reasonable 
rates” and that the “value of the service to the shipper” to- 
gether with the aforesaid “relation” are factors to be considered, 
also the “volume of business carried on by the carriers and 
its relation to what may be deemed normal.” Now where does 
all this language lead us? 

Revenue needs of carriers have never in the history of 
railroading been greater than they are now. If they have any 
weight at all in determining the reasonableness of rates that 
weight is greater today than ever before. Yet both majority 
and minority (one commissioner excepted) apparently agree 
in rejecting it, for that is what their euphemism really means. 
What then determines “reasonable” rates under present con- 
ditions? Are carrier revenues to be a paramount—and limiting 
—consideration only when traffic is large and to disappear 
from consideration altogether when traffic is small? If this is 
not what the Commission implies, what does it imply? 

The reasonableness of railroad rates depends always upon 
two factors—cost of service to the carrier and worth of service 
to the shipper. The former sets a minimum limit to the rate 
when the cost of moving traffic is equal to or less than the 
rate charged. The latter sets a maximum limit when the 
freight cannot be moved at the rate. Between the two limits 
lies the “reasonable” rate. How can it be found? It can be 
found only by experiment. What is the goal at which experi- 
ment should be aimed? 

It seems to this writer that the logic leads to a simple 
conclusion. That rate is “reasonable” at which the traffic 
which it moves will produce the largest revenue to the car- 
rier—subject always to limitation of carrier net revenues to 
a fair return to be realized on an average of years. Under this 
principle, cost and worth of service meet and harmonize, as 
do rate and volume. Under it rates may be advanced in good 
times and lowered in bad times, the test being at all times 
the revenue from the traffic. If the traffic can carry a higher 
rate it should do so; if it cannot, the rate should be lowered 
so long as the volume increases in sufficient degree to increase 
the revenue in greater degree than it increases the costs. 

Certain it is that this principle is true today, where limi- 
tations of carrier profits is not in question. Whether in fact 
higher or lower rates would today effectuate the principle is, 
however, a fact to be found by trial and error. There is no 
room for dogmatism, as to what that fact may be. But carrier 
revenues cannot be eliminated from the question; they neees- 
sarily enter into all questions as to the “reasonableness” of 
rates. 


UNION PACIFIC UNIFICATION 

The Union Pacific Railroad Co., in Finance No. 9422, Union 
Pacific unification, has written a letter to the Commission stating 
that it cannot accept the condition imposed by the Commission 
that the Union Pacific, in unifying its system lines, should obli- 
gate itself to acquire the lines of the Laramie, North Fork & 
Western and the Pacific & Idaho Northern if the Commision 
should find that such acquisition would be in the public interest. 
The Union Pacific sought reargument on this question but the 
Commission denied its petition. 
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Decisions of Interstate Commerce Commission 





ST. PAUL BARGE-RAIL SWITCHING 


HE Commission, in a report written by Commissioner 
McManamy, in No. 21107, City of St. Paul vs. C. B. & Q. et al. 
and a sub-number, Inland Waterways Corporation vs. Same, 
upon rehearing has determined that not more than $10.30 a 
car would be a just, reasonable and non-prejudicial charge on 
carload interstate traffic between the federal barge line ter- 
minal at St. Paul, Minn., and industries served by the Minne- 
sota Transfer Railway, hereinafter termed the Transfer. That 
determination is subject to the proviso that the barge line 
shall pay the usual per diem reclaims for cars so used. This 
report modifies the findings in the prior report, 168 I. C. C. 379. 
The case was reheard on the allegation of the railroads that 
they had new and additional evidence tending to show that 
the cost of the service performed by them made the switching 
allowances authorized by the Commission inadequate. 
According to the cost data submitted at the rehearing the 
entire cost inclusive of operating expenses, taxes, rents and 
terminal investment was claimed to be $22 a car. The cost 
studies were criticized by the complainants. The Commission 
said that they offered no evidence irf rebuttal of the study. In 
concluding the discussion Commissioner McManamy said: 


The reciprocal switching charges in the St. Paul switching dis- 
trict, as elsewhere, are usually not based on cost. In prior cases we 
have held that the reciprocal switching charges generally applicable 
as between rail carriers should be applied on traffic interchanged 
with the barge line unless the carriers were prepared to furnish spe- 
cific proof of a difference in service which would justify a difference 
in rates. The record now contains evidence showing a difference in 
service which would justify a rate higher than the reciprocal switech- 
ing rate. In Switching at St. Paul, 159 I. C. C. 189, we approved a 
charge not exceeding $4 per car for switching movement between the 
barge terminal and Hoffman Avenue Yard, and in the origina] report 
herein we approved a switching charge of $6.30 from Hoffman Avenue 
Yard to Minnesota Transfer. The service of the Milwaukee in handling 
traffic between the barge terminal and Minnesota Transfer closely 
resembles the service for which the two charges referred to were 
prescribed. It would seem to be a fair measure of what the reasonable 
and nonprejudicial charge for the service here under consideration 
should be. It should be added that since the prior hearing the Mil- 
waukee has established a switching charge of $7.20 per car to indus- 
tries west of Snelling Avenue, Traffic to Minnesota Transfer, for 
which the present rate is $6.30 per car, passes over the same line in 
reaching industries to which the $7.20 rate applies. 


Commissioner Eastman, concurring, said the conclusion 
reached by the majority might reasonably reflect the difference 
between the switching serivce performed for the barge line 
and the corresponding switching service performed for rail 
lines, adding that his guess was that it did. Therefore, he 
said, he did not dissent. But he said it had to be conceded 
that the evidence supporting a conclusion on that point was 
very meager. 


NEW WEIGHT TOLERANCE RULE 


Approval has been given, by the Commission, in I. and S. 
No. 3654, weight tolerance rule, and No. 22473, Corn Belt Mer- 
chants’ Association vs. A. T. & S. F. et al., to the revised weight 
tolerance rule set forth in the tariffs published to have become 
effective Jan. 1, 1932, but suspended in the title case. The Com- 
mission, in a report written by Commissioner McManamy, found 
the new rule justified, vacated the order of, suspension and dis- 
continued the proceeding. 

In the formal docket complaint joined with the suspension 
proceeding, reopened for consideration in connection with the 
suspended rule, the Commission, on reargument of that par- 
ticular case, reversed the finding by division 2, in the prior 
report, 171 I. C. C. 516, which was to the effect that the present 
tariff rule providing for a scale tolerance of one per cent, mini- 
mum 500 pounds, on reweighed shipments of coal at points in 
Iowa, Nebraska and other states, was unreasonable to the ex- 
tent that the tolerance was more than one-half per cent, mini- 
mum 500 pounds. Having reversed the prior finding, the Com- 
mission dismissed the complaint, which had been brought by 
receivers of coal. Prior to reopening of the case the divi- 
sion’s order reducing the tolerance to one-half of one per cent 
was vacated. The reopened case was joined to the suspen- 
sion proceeding for disposition in connection with the proposal 
made by the railroads which has been found justified. 

The new tolerance rule which has been found justified, 
Supersedes the one adopted by the carriers, with what the 
Commission calls minor exceptions, throughout the country in 





1914. The Commission said that until the formal complaint 
involved in this report was filed, there had been no complaint 
about the tolerance rule. The rule that is to go into effect 
some time after the suspension order is vacated on April 3, 
follows: 


The tolerance shall be one per cent (1%) of the lading with mini- 
mum of five hundred (500) pounds in all carload freight, except that 
when ashes, coal, coke, cinders, clay, dolomite, ganister, gravel, mill 
scale, ore, sand, slag, all stone (not cut), brick, soft drain tile and bor- 
ings, filings or turnings (metal), are loaded in open cars the tolerance 
shall be one and one-half per cent (1%%) of the lading with minimum 
of five hundred (500) pounds. (See Note as to Coal). 

Note—All provisions for tolerance in this rule covering coal are 
separate from the allowance on washed coal published in tariff of 
originating carrier. 


The rule which is to be superseded provides for a tolerance 
of one per cent with a tolerance of 500 pounds on traffic except 
that loaded in open top cars. On commodities loaded in open 
top cars the minimum weight of the tolerance is 1,000 pounds. 

Weight tolerance is necessary on account of variance in the 
approximately 9,300 track scales in use throughout the country, 
3,800 of which are carrier-owned and operated and the other 
5,500 owned by shippers and receivers of freight. Variances of 
track scales become important when there is a dispute between 
the carrier and the shipper as to the weight of shipments re- 
sulting in their reweighing. The complaints about the toler- 
ance on coal came largely from the middle west. In bringing 
his discussion of the subject to an end, Commissioner McMan- 
amy said: 


Summarizing, the 1 per cent tolerance on freight not subject to 
moisture changes is now generally in effect throughout the country; 
there has never been and is not now any substantial complaint against 
that tolerance, except on coal in the middle west; a higher tolerance 
seems justified on coal and other open-car freight which is subject 
to substantial changes in weight due to evaporation or precipitation; 
a tolerance of 1.5 per cent or more now applies on two-thirds of the 
coal shipped throughout the country; and there is no reason for a 
lower tolerance on that commodity in the middle west. 


NEW OIL ADJUSTMENT 


An adjustment of rates on petroleum and its products has 
been ordered by the Commission, division 3, in No. 24168, West- 
land Oil Co. vs. Great Northern et al., not later than June 29 
that will have the effect of breaking up the big blanket of 
petroleum rates extending from Montana to the Pacific coast. 
Rates on gasoline and other petroleum products from points in 
the midcontinent field and from Minot, N. D., to points in north- 
eastern Montana were found unreasonable for the future but 
not in the past. 

The complaint alleged that the rates from points in Mis- 
souri, Kansas, Oklahoma, Arkansas, Louisiana, and Texas em- 
braced within the territory known as the midcontinent field and 
Minot to points in northeastern Montana were unreasonable. 
Northeastern Montana, as defined by the complainant, is that 
territory lying north of an east and west line drawn through 
Helena, Mont., and on and east of a north and south line drawn 
through Havre, Mont. A number of refiners and distributors of 
petroleum products intervened in support of the complaint. A 
number of refiners in competition with refiners in the mid- 
continent field intervened in opposition. The opposing refiners 
ship petroleum products from Whiting, Ind., and other points 
east of the Mississippi River to the territory of the complaint. 
They opposed the complaint and in general supported the con- 
tentions of the railroads. Rates from Minot were desired by 
the complainant for use in distributing products, chiefly greases 
and oils, packed at Minot. 


On traffic originating at Minot the complainant sought rates 
on the basis of the scale prescribed in Refined Petroleum Prod- 
ucts in the Southwest, 171 I. C. C. 381, known as the South- 
western Petroleum Case, and on traffic from the midcontinent 
field it sought rates that were 29 per cent of the southwestern 
first class scale. The report in this case said that that was ap- 
proximately the basis prescribed for application to western 
sworth Dakota in International Oil Co. vs. A. & S., 179 I. C. C. 
435, called the International Oil Case. The rates from the 
midcontinent field are the ones which are now blanketed from 
the territory involved in this case to the Pacific coast. The 


rates are also made without observing the midcontinent group 
The assailed rates from Minot, the report said, 


differentials. 





PAGE 628 


were on the same general basis as rates from other points in 
North Dakota to eastern Montana. 

“The adjustments herein prescribed for the future,” says 
the report, “will abolish the extensive blanket and are designed 
primarily to establish rates consistent, with and in proper rela- 
tion to rates we have prescribed.” 

The Commission found that the assailed rates on gasoline 
and other petroleum products taking the same rates from Minot 
would be unreasonable for the future to the extent that they 
might exceed rates on a scale prescribed in Rates on Petroleum 
and its Products in Montana, 176 I. C. C. 707, known as the 
Montana Case, subject to the present authorized emergency 
charges. It further found that the assailed rates on gasoline 
and other petroleum products taking the same rates from mid- 
continent group 3 to points named in an appendix would be 
unreasonable for the future to the extent that they might 
exceed those shown in the appendix. 

A further finding was that the assailed rates on gasoline 
and other products taking the same rates to points not named 
in the appendix would be unreasonable for the future to the 
extent that the rate to any such point might exceed the rate 
to the next nearest intermediate point to which a rate was 
herein specifically fixed, by more than 1 cent for each additional 
15 miles or fractions thereof. The Commission said that in the 
adjustment of rates from the midcontinent field the established 
relationships to rates from group 3 on gasoline and other pe- 
troleum products taking the same rates should be continued. 

In the appendix Bainville is to take a rate of 88 cents; 
Dooley and McCabe, 89 cents; Raymond, Froid, Homestead, and 
Outlook, a rate of 90 cents; Medicine Lake and Brocton, a rate 
of 91 cents; Poplar, Whitetail, Lane and Plentywood, a rate of 
92 cents; Richey, Wolf Point and Redstone, a rate of 93 cents; 
Flaxville and Frazer, a rate of 94 cents; Scobey, Nashua and 
Four Buttes, a rate of 95 cents; Peerless and Glasgow, a rate of 
96 cents; Richland, a rate of 97 cents; Glentana and Opheim, 
a rate of 98 cents; and Malta, a rate of 101 cents. 


COMMISSION REPORTS 


Cotton Sheets, Etc. 

No, 25315, Edson, Moore & Co. et al. vs. B. & O. et al. By 
division 3. Rates, cotton sheets and pillow cases, points in the 
Carolinas to Detroit, Mich., not unreasonable but unduly preju- 
dicial to the extent they exceed rates to Chicago, the Commis- 
sion finding that the complainants at Detroit were being preju- 
diced and their competitors at Chicago unduly preferred to the 
extent indicated. Reparation was denied, the Commission hold- 
ing that the complainants had not shown any pecuniary loss by 
reason of the undue prejudice. The findings, however, are with- 
out prejudice to any different conclusions that may be reached 
in I. and S. No. 3636, cotton, woolen and knitting factory prod- 
ucts between interstate points, now pending. New rates that 
will not exceed those to Chicago, contemporaneously maintained, 
are to be established to Detroit not later than June 29, from 
Asheville, Forest City and Durham, N. C., and from Greenville, 
Lyman, Ware Shoals and Spartanburg. S. C. 


Wrought Iron Pipe 


No. 25198, Smith Brothers, Inc., vs. E. J. & E. et al. By 
division 3. Dismissed. Movement beyond Aransas Pass, Texas, 
of carloads of wrought iron pipe which originated at Indiana 
Harbor, Ind., originally billed to Aransas Pass, reconsigned to 
Port Aransas, Texas, but delivered at Aransas Pass, held not 
subject to the Commission’s jurisdiction. The pipe was used 
in building a pipe line between Aransas Pass and Port Aransas 
along the Aransas Harbor Terminal Railway Co., which extends 
across Red Fish Bay and islands in that bay, a distance of 6.5 
miles. The dispute was about the charges made for the use of 
the railroad equipment in distributing the pipe, after, as the 
Commission held, the shipments had been delivered at Aransas 
Pass. Commissioner Brainerd concurred. He said that if it 
were assumed that the movement beyond Aransas Pass was 
subject to the Commission’s jurisdiction, the charges collected 
were properly assessed. 

Silica Sand 


No. 25498, McLain Fire Brick Co. vs. Pennsylvania. By di- 
vision 3. Rate, silica sand, Mapleton, Pa., to Irondale and New 
Salisbury, O., unreasonable to the extent it exceeded $2.40 a 
net ton. Reparation awarded. 


Coal Fourth Section 


Fourth Section Application No. 14686, bituminous coal to 
Columbus.and Marion, O. By division 2. Authority granted to 
applicants in application Nos. 14675 and 14763, in fourth section 
order No. 11208, to establish and maintain on bituminous coal 
from mines in the inner crescent a rate of $1.89 a net ton and 
$2.09 from the outer crescent to Columbus; and to applicants 
in aplication Nos. 14686 and 14818, to establish a rate of $2.14 
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a net ton to Marion from the inner crescent and $2.29 from ti, 
outer crescent, and Appalachian district, subject to the lowey 
combination restriction. 


Liquid Asphalt 

No. 24641, Union Asphalt Co, vs. C. R. I. & P. et al. B 
division 3. Rates, liquid asphalt, in tank cars, and in drung 
and barrels, El Dorado, Ark., to destinations in Alabama, Mis. 
sissippi, Kentucky and Tennessee, unreasonable to the exten 
they may exceed 17.5 per cent of the corresponding first clay 
rates and unduly prejudicial to El Dorado and unduly prefere;. 
tial of Louisiana producing points to the extent that the latte 
rates bear a lower percentage relationship to first class than jg 
reflected by the rates from El Dorado, to which, the repor; 
says, may be added the emergency charges. New rates to be 
established not later than June 29. 


Citrus Fruit to Canada 


No. 24862, Fruit Importers, Ltd., et al. vs. A. C. L. et al. By 
division 3. Upon further consideration, original report, 188 | 
C. C. 520, modified by eliminating from page 524 of the origina] 
report a paragraph saying that the factor of the combination 
rate applicable on citrus fruit from points in Florida to Montreal, 
Que., from Rouses Point at the border to Montreal and used to 
make up the lowest combination was published and filed with 
the Commission but was not subject to the provisions of the 
interstate commerce act; and that, hence, it did not constitute 
an intermediate rate within the meaning of the fourth section, 
The modifying report says that, the record shows that on May 
23, 1931, the joint rates from Florida points to Montreal were 
canceled, the result being the application of lower combina 
tions based on Rouses Point, N. Y. The report adds that after 
that date there was no violation of the fourth section over any 
of the routes of movement, and hence there was no requirement 
that any finding should be made under the fourth section. 


Bananas 
No. 24898, Ahern & Carpenter, Inc., et al. vs. B. & O. et al, 
By division 3. Dismissed. Rates, imported bananas, New York, 
N. Y., Philadelphia, Pa., and Baltimore, Md., to Richmond, Va, 
not unreasonable. 
Ash and Oak Logs 


No. 24870, D. L. Jennings vs. Pennsylvania. By the Com 
mission. Rates, ash and oak logs, points in Pennsylvania and 
Maryland to Menlo Park, N. J., unreasonable to the extent they 
exceeded or may exceed 65 per cent of the contemporaneous 
lumber rates. New rates prescribed to be effective not later 
than June 23 and reparation awarded. Commissioner Mahaffie 
dissented for reasons stated in his dissent in Penn Veneer Co. 
vs. Western Maryland Ry. Co., 185 I. C. C. 765. Commissioners 
Brainer and Lee concurred in his dissenting expression. 


Petroleum Products 


No. 24441, Brownell Corporation vs. A. T. & S. F. et al., and 
two sub-numbers, South Dakota Independent Oil Jobbers’ Asso 
ciation et al vs. Same and Cities Service Oil Co. et al. vs. Same. 
By the Commission. Rates, petroleum products, points in Kap 
sas, Missouri, Oklahoma and Texas to points in South Dakota, 
not unreasonable in the past but unduly prejudicial in the past 
and unreasonable and unduly prejudicial for the future as com 
pared with the rates contemporaneously in force to the eighteen 
key points to which rates were prescribed in the second sup 
plemental report in Midcontinent Oil Rates, 1925, 139 I. C. C¢. 
605, to the extent in each instance the assailed rates exceed 
the rates to the nearest key points by more than 4 cents 4 
hundred pounds for each 50 miles or fraction thereofeby which 
the distances to the destinations in question exceed the distances 
to the key points. Reparation was denied, the Commission 
finding that the complainants had not shown they had bee 
damaged. A further finding was that the relations between the 
rates now in effect on refined oils and the rates in effect on 
low grade oils should be maintained. New rates are to be ef 
fective not later than June 29. In the case mentioned carriers 
were admonished to grade rates to destinations other than key 
points. Instead, according to the report, they blanketed the 
key point rates back over intermediate points until another key 
point was reached. Complaint was against failure to grade 
rates to points intermediate between key points. Commissioner 
Brainerd concurred in part and Commissioner Mahaffie dissented 
in part. 

Pipe Organs 
Wurlitzer Co. vs. N. Y. C. et al. By 
Applicable charges, pipe organs, pianos and piano 


No. 25228, Rudolph 
division 3. 
benches, North Tonawanda, N. Y., to Chicago, IIl., determined 


and reparation of $45.97 awarded. 
dissented. 


Commissioner McManamy 


Old Rails and Angle Bars 


No. 25339, Hyman-Michaels Co. vs. Georgia & Florida et al. 
By division 4. Dismissed. Rate, old steel rails and angle bars, 
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Valdosta, Ga., to Jacksonville, Fla., not unreasonable or other- 
wise unlawful. Commissioner Eastman, dissenting, expressed 
the opinion that the Commission should have decided for the 
complainant, there having been no evidence, he said, to rebut 
the presumption of unreasonableness created by a fourth sec- 
By @ ion departure. 


Tums Class Rates, Etc., Fourth Section, 


on Fourth section application No. 13473, rates from and to 
Class ( Pacific Coast territory. By division 2. Carriers authorized in 
eren. Me supplemental fourth section order No. 10183 to continue and 
latter IE to establish class and commodity rates between Pacific coast 
an js @ terminals and other points in California, Oregon, Washington, 
eport (me British Columbia and adjoining states as described in Toll’s 
10 be LC. C. Nos. 1279, 1288, 1295, 1296, and 1299 on the _ one 
hand, and points in Arkansas, Illinois, Louisiana, Missis- 
sippi, Missouri, and Tennessee taking group D and E trans- 
continental rates on the other, over routes operating through 
By higher rated points in groups M and D, the same as 
88 the rates contemporaneously in effect over competing routes 
8inal put not lower than the present class E rates between such 
meee points; and to maintain higher rates from and to intermediate 
treal, points in group M provided that the rates from and to the 
ed to higher rated intermediate points shall not exceed the rates in 
he effect over other routes from and to the same points or the 
tute lowest combination; and provided that the relief shall not 
aaa apply to routes more than 3314 per cent circuitous. Com- 
“May missioner Tate noted a separate concurrence. 
were Plaster Fourth Section 
bina Fourth section application No. 13956, land and phospho 
after plaster in the south. By division 2. Carriers authorized, in 
Be: supplemental fourth section order No. 10279, to make rates 
— previously authorized, on land and phospho plaster between 
points in Florida and between those points and points in the 
south so as not to be subject to the equidistant provision of the 
st al. | fourth section, so as to permit grouping. Commissioner Tate 
York @ concurred because the Commission, in Commodity Rates on 
Va, Lumber and Other Forest Products, 165 I. C. C. 561, approved 
1 disregard of the equidistant provision so as to allow grouping. 
Paper Fourth Section 
Com: Fourth section application No. 14797, paper from Ohio and 
and Indiana. By division 2. Carriers authorized in fourth section 
they order No. 11216 to establish and maintain over routes from 
— Cincinnati, Rialto, Cumminsville, Miamisburg, Hamilton, Frank- 
later lin, West Carrolton, Troy, Dayton, Middleton, Chillicothe and 
~ Springfield, Ohio, and Hartford City, Ind., to Omaha, Fremont, 


Wahoo and Lincoln, Neb., and Council Bluffs, Ia., the lowest 
rates on paper and paper articles applicable over any competing 
line or routes, but not lower than the present rates over such 
competing line or route, and to maintain higher rates to inter- 
mediate points, subject to the lowest combination and 50 per 
cent circuity limitations. 
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COTTON BELT ABANDONMENT 


The Commission, by division 4, in Finance No. 9821, St. 
Louis Southwestern Railway Co. of Texas abandonment, has 
authorized the applicant to abandon that part of its railroad 
extending from Prestridge to White City, Texas, a distance of 
about 30 miles. The road, which was acquired by the applicant 
in two segments, in 1903 and 1907, was built to serve saw mills 
and lumber mills. The available timber has been cut out and 
the mills are no longer operating. About 600 people live along 
the line with one village of about 250, White City, from which 
most of the people are expected to move when the line is aban- 
doned. There were no objections to the application. The line 
to be abandoned shows an investment of $576,050. 




















GREAT NORTHERN SECURITIES 

By a second supplemental order in Finance No. 1374, the 
Commission has modified its amended and supplemental order 
of May 6, 1921, so as to permit the Great Northern Railway Co. 
to pledge and repledge, from time to time to and including De- 
cember 31, 1934, all or any part of $9,141,000 of its general 
mortgage 7 per cent gold bonds, series A, as collateral security 
for short term notes. 









SOUTHERN ABANDONMENT 


The Commission, by division 4, in Finance No. 9588, has 
authorized the Southern Railway Co. to abandon a branch line 
in Chickasaw and Calhoun counties, Miss., and the receiver of 
the Mobile & Ohio Railroad Co. to abandon operation thereof. 
The line extends from Okolona to Calhoun City, Miss., 37.34 
miles. The authorization is subject to the condition that the 
Southern sell the branch, or any part thereof, to any person or 
persons offering, within 30 days from March 16, to purchase 
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the same for continued operation at a price not less than the 
fair net salvage value thereof. 

The Commission said the Southern was willing to sell the 
line for its estimated salvage value, $50,000, on lenient terms, 
and that the receiver of the M. & O. had located a prospective 
purchaser who proposed to organize a corporation to acquire 
and operate the line if and when the Commission permitted 
abandonment by the applicants. 


WISCONSIN CENTRAL CERTIFICATES 


The Commission, by division 4, in Finance No. 9847, has 
authorized A. E. Wallace, receiver of the Wisconsin Central 
Railway Co., to issue $250,000 of receiver’s certificates, to be 
sold at not less than par, the proceeds to be used in the opera- 
tion, maintenance and improvement of the company’s proper- 
ties or in payment of indebtedness incurred for such purposes. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9819, permitting the Louis- 
ville and Nashville Railroad Company to abandon a line of railroad 
in Montgomery county, Tenn., and Christian county, Ky., approved. 
_ Report and certificate in F. D. Nos. 9543 and 9692, (1) permit- 
ting the Atchison, Topeka & Santa Fe Railway Company and the 
Western Pacific Railroad Company to abandon operation in pas- 
Senger service of certain railroad and ferry facilities between Oak- 
land and San Francisco, all in Contra Costa, Alameda and San 
Francisco counties, Calif., and requiring those carriers to operate, 
in lieu thereof, by jointly using certain railroad and ferry facilities 
of the Southern Pacific Company; and (2) authorizing the Western 
Pacific Railroad Company to construct a certain connecting track 
512 feet long, approved. 

Report and order in F. D. Nos. 9754 and 9755, authorizing (1) the 
Denver & Rio Grande Western Railroad Company to issue $1,299,000 
of refunding and improvement mortgage gold bonds, series F', to be 
pledged and repledged from time to time to and including December 
31, 1934, as collateral security for any note or notes which it may issue 
within the limitations of section 20a (9) of the interstate commerce 
act; and (2) the Rio Grande Junction Railway Company to issue $188,- 
000 of its refunding mortgage 50-year gold bonds, series A, to be de- 
livered to the Denver & Rio Grande Western Railroad Company in 
payment for advances for capital purposes, approved. 

Report and order in F. D. No. 9838, authorizing (1) the Rock Isl- 
and, Arkansas & Louisiana Railroad Company to issue not exceeding 
$70,000 of first-mortgage gold bonds to be delivered at not less than par 
to the Chicago, Rock Island & Pacific Railway Company in satisfac- 
tion of a like amount of indebtedness for advances made by it for 
capital purposes; and (2) the Chicago, Rock Island & Pacific Rail- 
way Company to assume obligation and liability, as guarantor, in 
respect of said bonds, approved. 

Report and certificate in F. D. No. 9871, authorizing the Norfolk 
& Western Ry. Co. to operate under trackage rights over certain 
tracks of the Pennsylvania R. R. Co. and its subsidiaries between 
Clare and East Norwood, in Hamilton county, Ohio, approved. 


FINANCE APPLICATIONS 


Finance No. 9636. Supplemental application of the Yazoo & 
Mississippi Valley Railway Co. to deliver to the Illinois Central Rail- 
road Co., $1,605,000, of Y. & M. V. 5 per cent gold improvement bonds, 
in partial payment and reimbursement of advances made by the I. C. 
for operating expenses, taxes, and other lawful expenditures. 

Finance No. 9899. New Orleans Great Northern Railway Co. asks 
authority to purchase the properties constructed and heretofore oper- 
ated by New Orleans Great Northern extending from Jackson, Miss., 
to Slidell, La., with all branch lines, and to acquire terminal prop- 
erties in New Orleans constructed by Gulf, Mobile & Northern Rail- 
road Co. of Louisiana; and for authority to issue $10,315,800 of securi- 
ties. The object is to place the properties under one management 
and merge their earnings and expenses of operation. 

Finance No. 9900. Gluf, Mobile & Northern Railroad Co. asks for 
authority to acquire control of the properties of the New Orleans Great 
Northern Railroad Co. by lease, for 99 years. The rental is to be 
equal to the interest on the bonds of the lessor. An additional rental, 
referred to as a contingent rental payment of $206,200 a year is also 
provided for. 

Finance No. 9901. Gulf, Mobile & Northern Railroad Co. applies 
for a certificat and necessity authorizing it to extend its operation over 
the properties of the New Orleans Great Northern and over a part of 
the line of the New Orleans and Northeastern Railroad Co. 

Finance No. 9159. Supplemental application of Detroit & Toledo 
Shore Line Railroad Co. for authority to pledge $1,000,000 of its gen- 
eral and refunding mortgage bonds, series A, for short term notes. 

Finance Nos. 6806, 7901, 8271, 9323, and 9754. Supplemental ap- 
plications of Denver & Rio Grande Western Railroad Co. for authority 
to pledge with the Railroad Credit Corporation equities in specified 
amounts of refunding and improvement mortgage gold bonds. 

Finance No. 9904. Pere Marquette Railway Co., asks authority 
to abandon a portion of its Reeds Lake branch extending from Hall 
Street, the boundary line between Grand Rapids and East Grand 
Rapids, Mich., to the end of the branch near Reeds Lake, 1.09 miles. 

Finance No. 9905. Chesapeake Western Railway Co. asks authority 
to discontinue operations and to abandon that part of its line extend- 
ing from Bridgewater, to Mt. Solon, Va., 8.84 miles. 

Finance No. 9906. New Iberia & Northern Railroad Co. asks 
authority to abandon a connecting track from a point of connection 
with the N. O. T. & M. near Port Barre, La., and extending to a con- 
nection with the T. & P., at Port Barre, La., 1.54 miles. 

Finance No. 9907. New Orleans, Texas & Mexico Railway Co. 
asks authority to abandon a branch line, Erwinville to Mix, La., 12.88 
miles. Applicant proposes to leave in place, however, approximately 
6 miles extending from a point near Erwinville, to Engineering Sta- 
tion No. 354, to be used as an industrial spur track to serve sugar 
mills and other industries as may be reached thereby. ; 

Finance No. 9909. Florida East Coast Railway asks authority to 
abandon its Palatka branch extending from East Palatka to Palatka, 
Fla., 1.8 miles. It is proposed to retain the branch itself to be used 
in emergency, but authority is sought to retire it when the physical 
condition of the bridge across the St. Johns River upon which the 
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branch sought to be abandoned is constructed, is such that its con- 
tinuance is not justified . 

Finance No. 9872. Amended application of New York, New Haven 
& Hartford Railroad Co. asking authority to guarantee $2,000,000 of 
New York, Weschester & Boston first mortgage 4% per cent bonds, 
and to pledge the securities for short term notes, or for other under- 
takings of applicant. 

Finance No. 9911. Chicago & North Western Railway Co. asks 
certificate of public convenience and necessity authorizing the ex- 
tension of its line by acquisition of trackage rights over the Minne- 
apolis & St. Louis between Iowa Junction and Middle Grove, in Peoria 
and Fulton Counties, Ill., 27.5 miles, to furnish direct single line 
service for handling of potential coal traffic between coal deposits 
located adjacent to the proposed extension and a large coal consum- 
ing area served by the C. & N. W. ; 

Finance No. 9912. Illinois Central Railway Co. asks authority to 
pledge $1,605,000 of Yazoo & Mississippi Valley Railroad Co. gold im- 
provement bonds and $779,000 of Illinois Central refunding mortgage 
bonds, in lieu of $1,500,000 of Illinois Central western lines first mort- 
gage 4 per cent gold bonds heretofore pledged as security for a loan 
of $1,000,000 from the Railroad Credit Corporation and of $1,000,000 of 
Illinois Central western lines first mortgage 4 per cent gold bonds 
and $400,000 of Southern Illinois & Missouri Bridge bonds required 
for a loan of an additional $1,000,000 approved by the Railroad Credit 
Corporation. This substitution is to effect the release from pledge of 
bonds which the Commission in Finance No. 9450 has approved as 
proper collateral for loans from the Reconstruction Finance Corpora- 
tion and so as to have said securities available for a pending loan of 
$5,000,000 from the R. F. C. 


COMMISSION ORDERS 


No. 25457, The Goldcamp Mill Co., Inc., vs. A. C. & Y. et al. 
ledo Board of Trade permitted to intervene. 

Ex Parte 96, Through routes and joint rates between Inland Water- 
ways Corporation and other common carriers. Effective date of orders 
of April 8, 1929, and February 14, 1931, herein, as amended, is further 
postponed until October 25, 1933. ‘ 

Finance No. 7138, Operation of line and construction of extension 
by Kansas City, Merriam & Shawnee. The certificate and order issued 
herein on March 11, 1929, is amended by eliminating therefrom the 
second ordering paragraph which reads as follows: “It is further or- 
dered, That the K. C. M. & S. Railroad shall report to this commis- 
sion as required by valuation order No. 24, effective May 15, 1928.” 

No. 10996, Watson Co. vs. Director General, as agent, A. & S. 
et al., and No. 23506, and Sub. 1, Independent Coal Tar Co. vs. B. & A. 
et al. Orders entered herein on May 13, 1921, and Feb. 11, 1932, re- 
spectively, as modified, are vacated and set aside in so far as they 
require the maintenance of rates for the future. 7 

No, 14778, City of Los Angeles vs. L. A. & S. L. et al., and Finance 
No. 3556, 3569, In re application of Southern Pacific et al. Petition of 
applicants in Finance Nos. 3556 and 3569 and of defendants in No. 
14778 for rehearing and reconsideration denied. 

No, 25259, Bucyrus-Erie Co. vs. N. Y. C. et al. 
opened for further hearing under shortened procedure. 

No. 22823, F. S. Royster Guano Co. vs. B. & O. et al. and cases 
grouped therewith. Texas Gulf Sulphur Co. permitted to intervene. 

Finance No. 9861, Application of Y. & M. V. and Baton Rouge, 
Hammond & Eastern for certificate to abandon a line of railroad ex- 
tending from Hammond to Covington, La. Covington Chamber of 
Commerce of Covington, La., permitted to intervene. 

No. 24604, Michael-Swanson-Brady Produce Co. vs. A. T. & S. F. 
et ow Complainant’s petition for reopening and/or reconsideration 
denied. 


To- 


Proceeding re- 


PETITIONS FOR REHEARING, ETC, 
No. 17000, part 4-A, Rates on refined petroleum products from, 


to and between points in the southwest. Respondents petition Com- 
mission to modify finding No. 3 and finding No. 7, in 171 I. C. C. 381, 
at pages 428 and 435, to enable respondents to bring their rate ad- 
justment on interstate traffic in harmony with the rate adjustment 
on intrastate traffic in Texas. 

1. & S. 3715, Packing house products eastbound from Western 
trunk line points. Swift & Co., Armour & Co., and Cudahy Packing 
Co. ask reopening, reargument and further consideration. 

No. 25051, Farmers Fertilizer Co., Inc., et al. vs. B. & O. et al. 
and No. 24052, Ware Bros. Agency vs. B. & O. et al. Complainants 
ask rehearing for purpose of fixing the amount of reparation due and 
securing a specific reparation order. 

No. 25029, O. A. Smith Agency, Inc., vs. B. & O. et al. Complain- 
- a reconsideration or granting of rehearing or reargument 
therein. 


No. 23806, Leas & McVitty, Inc., vs. C. & O. et al. Complainant 
asks reopening and reconsideration of decision of division 5 herein 
in so far as reparation on shipments moving prior to June 25, 1929, 
is concerned. 

No. 15682, Missouri-Kansas-Texas vs. Kansas City Terminal. De- 
fendant protests against order of Commission made on March 14, 
1933, reopening the case and setting it down for hearing on question of 
compensation under Service Order No. 40, dated March 27, 1924, and 
asks that said order be vacated. 

No. 23922, Bituminous coal from Indiana mines to destinations in 
eastern-central Illinois, and related cases. C. W. Galligan, agent and 
attorney, for and on behalf of carriers respondents in No. 23922 (Sub. 
2), and related cases, in the matter of rates on bituminous coal from 
Indiana mines to destinations in eastern central Illinois, asks that 
the Commission modify order in No. 23922 and related cases so as 
to permit the establishment of revised rates required under the said 
order permitted effective May 4, 1933, upon 15 days’ notice to the 
Commission and public, instead of upon 30 days’ notice to the Com- 
mission and public as required in said order. 

No. 18407, Louisiana Farm Bureau Federation, Inc. et al. vs. Lou- 
isiana Railway & Navigation Co. Mo. Pac., M.-K.-T., Louisiana 
Western, Texas & New Orleans, Kansas City Southern, St. Louis-San 
Francisco, C. R. I. & P., Midland Valley, and T. & P., defendants 
herein, ask modification of order entered on reconsideration. 

No. 25171, American Vitrified Products Co. et al. vs. A. & W. et al., 
and No. 25120, Same vs. A. & A. Railroad Corporation et al. Com- 
plainants ask reopening for purpose of argument before entire Com- 
mission and for reconsideration and modification of report and order. 

No. 24430, Diamond A Cattle Co. vs. A. T. & S. F. et al. Com- 
plainant asks reopening and reconsideration. 

No. 23860, Schmidt Lumber Co. et al. vs. C. C. C. & St. Li et al. 
Defendants ask reopening, vacation of orders and consideration by 
entire Commission. 
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No. 21585, Ohio-Kentucky Associated Industries vs. A. & R. et q| 
and No. 23030, West Virginia Brick Co. vs. A. S. et al. Defendants 
ask postponement of effective date of order entered October 5, 1932 

No. 22716, W. K. Dickinson vs. A, T. & S. F. et al. Complainant 
asks for specific award of reparation. 


HOCH-SMITH GRAIN 


Walter Scott, traffic commissioner, Kansas City Board of 
Trade, concluded his testimony dealing with the southwesterm 
adjustment in the reopened Hoch-Smith grain case hearing, 
docket 17000, part 7, at Chicago, before Examiners Mackley anj 
Hall, March 27. With only one or two short interruptions he haq 
been on the stand continuously since March 15. The time since 
has been taken up by the Omaha market. Mr. Scott stepped 
aside at the end of last week to permit E. R. Alton, representing 
the Ogden Grain Exchange, to introduce evidence. Briefly, Mr. 
Alton, asked that all rates from Idaho and Utah to the east he 
made through Ogden, and that the differential, Ogden over Den. 
ver, be reduced. He asked that all rates from Idaho, westbound, 
be made to apply via Ogden, and that the rates to Los Angeles 
and San Francisco be made the same. 

The Omaha market was represented by C. D. Sturtevant, 
president of the Trans-Mississippi Grain Company, and John 
Kuhn, traffic manager, Omaha Grain Exchange. Mr. Sturtevant’s 
testimony was of a commercial nature, largely dealing with 
prices for grain, especially corn, in the last five years at the 
Omaha and Kansas City markets. 

Testimony was introduced by Mr. Kuhn showing a substan. 
tial decline in both receipts and shipments of grain and grain 
products at the Omaha market during the period in which the 
17000, part 7, rates were in effect. He also devoted considerable 
time to showing the detrimental effect he said the rates pro. 
posed by Mr. Scott would have on the Omaha market. That 
particularly had to do with the Kansas City proposal that 
rates from Omaha to Memphis and all points basing thereon, 
meaning the entire southeastern and Carolina territory, includ. 
ing the Mississippi Valley down to New Orleans, be made six 
cents a hundred pounds over the rates from Kansas City. For 
the last thirty years, with the exception of the period in which 
the 17000 rates were in effect, he said, Omaha was only 1 cent 
over Kansas City to this destination territory. 

It was the position of the Omaha market, he said, that 
it could not do business in the southeast at any greater handicap 
than that represented by the 1-cent differential, and that, if the 
Commission should increase that handicap, it would simply put 
the Omaha market out of business, so far as that territory was 
concerned, unless it could reduce its price to the producer. 
It was not the purpose of the Hoch-Smith resolution, he insisted, 
to bring about any such result. ° 

Mr. Kuhn took the stand March 27 and expected to complete 
his testimony March 31. In all, he had some twenty-five exhibits 
to introduce, portraying the situation as it is today and as it 
would be if the differential to the south and southeast were 
disturbed. He expects to return to the stand again in connéc- 
tion with the western trunk line phase of the case. 

Homer Hoch, who contributed the “Hoch” in ‘Hoch-Smith,” 
sat with the examiners for a part of two days this week, expect- 
ing to return later. Having been defeated for re-election to Con- 
gress last November, he is now chairman of the Kansas com- 
mission. It was understood to be in that connection, rather 
than due to curiosity as to this, the most flourishing of the 
children of the Hoch-Smith resolution, that he was on hand. 


BEER TARIFFS 


The Commission, March 30, granted sixth section permis- 
sion to tariff publishing agents Johanson, Boyd, Jones, Speiden 
and Henry to file tariffs establishing rates on beer and other 
malt liquors, recently authorized by Congress, on five days’ 
notice. The rates will be on various bases differing from the 
old classification ratings on beer, ale and other malt beverages, 
the basis generally being the same as that upon which cereal 
beverage rates are founded. 

The applications originally were for permission to publish 
on ten days’ notice. Delays due to necessary amendments to 
the applications made it desirable that the Commission should 
allow publication on five days’ notice so as to have the rates 
in effect on April 7, on which day it will again be lawful to make 
and ship beer and other malt liquors containing more than one- 
half of one per cent of alcohol. 


RAIL EMPLOYE PENSION BILLS 


Senator Hatfield, of West Virginia, has introduced S. 817, 
a bill to provide for a retirement system for railroad and trans- 
portation employes. The same measure (H. R. 4231) has been 
introduced in the House by Representative Keller, of Illinois. 
Such proposed legislation was considered by the Senate inter- 
state commerce committee at the last session of Congress but 
no action was taken. 
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Proposed Reports in I. C. C. Cases 





HOCH-SMITH SALT 


RADICAL revamping of the salt rate structure of the whole 

country is proposed in the report submitted to the Commis- 
sion by Examiner E. J. Hoy, in No. 17000, part 13, Hoch-Smith 
salt (see Traffic World, March 25) and the cases joined with it. 
The large change proposed by him is the establishment of what 
is known as the dual system; that is, rates on carloads of 
package salt and mixed carloads of bulk and package salt. 
The package and mixed carload rates are based on a minimum 
45,000 pounds; carload rates on bulk salt based on a minimum 
of 80,000 pounds. At present the minimum on a carload of 
salt whether package or bulk, or mixed, is 45,000 pounds. It 
was established in Salt Cases of 1923, 92 I. C. C. 388. 

It is unofficially estimated that if the railroads are able 
to retain salt tonnage they have been moving in more nearly 
normal times the proposed basis will give them additional 
revenue amounting to between $2,000,000 and $3,000,000 a year. 

Rates proposed by Examiner Hoy are to be based on per- 
centage of the corresponding first class rates. As an example 
of the rates to be established he proposes that the carriers 
shall establish rates between points in official territory made 
17.5 per cent of the present first class rate on bulk salt and 25 
per cent of first class rate on package salt and mixed car- 
loads of bulk and package salt. 

Another example is composed of rates between points in 
western trunk line territory and from points in central freight 
association, Illinois and southwestern territory to points in 
western trunk line territory. They are to be 17.5 per cent of 
the present first class rates, on bulk salt and 25 per cent on 
package salt and mixed carloads of bulk and package salt, 
except that from producing points in Kansas and from points 
in southwestern territory such rates will be 17.5 and 25 per 
cent respectively, of the zone 1 scale of first class rates set forth 
in appendix H of Western Trunk Line Class Rates, 164 I. C. C. 
1, to destinations in zone I and extended zone C, the same per- 
centages of the zone II scale of first class rates set forth in 
that appendix to destinations in zone II, subject to the rates 
found reasonable to zone I as maximum at intermediate points 
in zone II, and the same percentages of the zone III scale of 
first class rates to destinations in zone III, subject to the rates 
found reasonable to zone II as maximum at intermediate points 
in zone III. 

The basis of rates carried in the preceding paragraph is 
set forth at this point because, in the report as given out, accord- 
ing to Examiner Hoy, there was a typographical error. It con- 
sisted of showing that the rates were to be 22.5 per cent of 
first class rates, on packages salt and mixed carloads of bulk 
and package salt. The basis, as set forth in the preceding 
paragraph, is to be 25 per cent of the first class rates. 

Cases heard or further heard in connection with the title 
proceeding and disposed of in this report are, No. 20877, Rates 
on Salt to and Between Points in Southern Territory; No. 
16133, Jackson Traffic Bureau et al. vs. A. & V. et al.; No. 17117, 
Hudson & Thompson et al. vs. N. I. & N.; No. 17032, Florence 
Chamber of Commerce vs. A. & V.; No. 20657, Jackson Traffic 
Bureau vs. A. & V. et al.; No. 20809, Birmingham Traffic Asso- 
ciation vs. S. P. et al.; No. 20829, Chattanooga Manufacturers’ 
Association vs. S. P. et al.; No. 20844, Americus Grocery Co. 
et al. vs. A. G. S. et al.; No. 20926,.Cherokee Mills et al. vs. 
L. & N. et al.; No. 21749, The Ohio Salt Co. vs. A. C. & Y. et al.; 
No. 22326, Southern Grocery Co. et al. vs. A. G. S. et al.; No. 
22457, Knoxville Freight Bureau et al. vs. Southern et al.; No. 
22435, T. E. Moody vs. A. G. S. et al.; No. 22435, a sub-number 
thereunder, B. B. S. Grocery Co. vs. A. G. S. et al.; No. 22794, 
A. M. Taylor, vs. C. of Ga. et al.; I. and S. No. 2414, Salt Be- 
tween Western and Southwestern Points; I. and S. No. 2450, 
Salt in Texas and Between Shreveport, La., Group Points and 
Texas; No. 16834, John Morrell & Co. vs. U. P. et al.; No. 17011, 
American Salt Co. et al. vs. A. & S. et al.; No. 17070, Armour 
& Co. et al. vs. A. T. & S. F. et al.; No. 17218, Wilson & Co., 
Inc., of Oklahoma, vs. C. R. I. & P. et al.; No. 17347, Tulsa 
Traffic Association et al. vs. A. T. & S. F. et al.; No. 17428, Okla- 
homa Traffic Association et al. vs. A. V. I. et al.; No. 17579 and 
a sub-number, Ruggles & Rademaker vs. A. C. & Y. et al.; 
No. 17968, American Salt Co. et al. vs. A. C. & Y. et al.; No. 
20462, Colonial Salt Co. et al. vs. C. & E. et al.; I. and S. No. 
2976, Salt from St. Louis, Mo., and Related Points in Texas; 
No. 21019 and Sub. No. 1, J: A. Forsyth et al. vs. A. T. & S. F. 





et al.; No. 15848, Sub. No. 1, and Sub. No. 2, Mississippi Rail- 
road Commission et al. vs. A. & V. et al.; No. 15618, Jackson 
Traffic Bureau vs. A. & V. et al.; No. 16447, Meridian Traffic 
Bureau et al. vs. A. & V. et al.; No. 19541, Albright-England 
Co. et al. vs. A. G. S. et al.; No. 20937 and Sub. No. 1, American 
*Company of Arkansas et al. vs. A. T. & S. F. et al.; No. 21180, 
Buckley-Young Co. vs. A. G. S. et al.; No. 21375, American Salt 
Corporation et al. vs. A. T. & S. F. et al.; No. 21649 and Sub. 
No. 1, Barnett Lumber Co. et al. vs. A. V. I. et al.; No. 21962 
and Sub. Nos. 1 and 2, Farmers’ Supply Co. et al. vs. M. P. et al.; 
No. 22348, L. B. Albright & Co. vs. A. T. & S. F. et al.; No. 
22599, Young Mercantile Co. et al. vs. C. R. I. & P. et al.; No. 
22663 and Sub. No. 1, Refinite Co. vs. C. B. & Q. et al.; No. 
22118 and Sub. Nos. 1, 2 and 3, Artic Ice Cream Co. et al. vs. 
A. V. I. et al.; No. 22278 and Sub. Nos. 1, 2 and 3, Outlaw 
Trading Post, Inc., vs. A. T. & S. F. et al.; No. 23023, Blakely 
Wholesale Co. et al. vs. A. G. S. et al.; No. 22877 and Sub. No. 
1, Cambridge Lumber Co. et al. vs. A. V. I. et al.; No. 23031 
and Sub. Nos. 1, 2 and 3, Farmers’ Cooperative Association et 
al. vs. A. V. I. et al.; No. 18482, Jackson Traffic Bureau vs. 
A. & V. et al.; No. 23419, M. N. Baldwin Co. et al. vs. A. T. & 
S. F. et al.; No. 19988, Meridian Traffic Bureau vs. G. M. & N. 
et al.; No. 24373 and Sub. Nos. 1 and 2, Darlings Cash Store 
et al. vs. A. T. & S. F. et al.; No. 24648, Chambers & McConnell 
et al. vs. C. B. & Q. et al.; No. 24221, Ridenour-Baker Mercantile 
Co. vs. A. T. & S. F. et al.; and No. 24395, Bond-Sargent Co. 
et al. vs. A. T. & S. F. et al. 


The examiner said that the proposed rates would result 
in both increases and reductions. Therefore, he said, repara- 
tion should be denied in complaint cases in which there had 
been a hearing with respect to the reasonableness of the rates 
in the past except in certain cases in which it was held that 
reparation orders previously entered were final and except also 
No. 18482. 


The official classification lines, except the Wabash, Hoy 
said, proposed 22.5 per cent of the first class rates on bulk 
salt, minimum 100,000 pounds, subject to the marked capacity 
of the car but in no event less than 80,000 pounds, and 27.5 
per cent of first class on package and mixed shipments, mini- 
mum 45,000 pounds, within that territory, and 20 per cent of 
first class on bulk and 25 per cent on package and mixed ship- 
ments to southern territory. To western trunk line and south- 
western territories, they proposed 25 per cent of first class 
on all salt, minimum 45,000 pounds. The proposed basis to 
southern territory, Hoy said, was approximately 15 per cent 
higher than that within official territory, and the proposed basis 
to the southwest on all salt was slightly higher on bulk and 
over 25 per cent higher on package salt than proposed to south- 
ern territory. 

Examiner Hoy said the basis proposed to western trunk 
line territory on all salt was substantially the same as that 
proposed within official territory on package salt, except for 
the addition of zone arbitraries for the hauls in western trunk 
line territory. Twenty-five per cent of the basic western trunk 
line first class scale, he said, was substantially the same as 
27.5 per cent of the official territory first class scale. 


The western trunk line carriers, except those serving the 
Kansas field, Hoy said, proposed 25 per cent of first class on all 
salt, minimum 45,000 pounds, to, within, and from that terri- 
tory. The lines serving the Kansas field proposed the same 
basis as the other carriers, he added, except to that part of 
zone I, lying between the Mississippi and Missouri rivers, and 
except to Chicago, St. Louis, intermediate Illinois territory, and 
southern Missouri. To that part of zone I they proposed a 
basis from Kansas competitive with that proposed from Michi- 
igan and Ohio. They joined in the proposal, he said, of the 
official territory lines to establish 25 per cent of first class 
from Michigan and Ohio, but would average the rates from all 
active shipping points and apply the average rate from all 
Michigan and Ohio producing points. They also made definite 
proposals for other parts of western territory. 


The southwestern carriers, he said, except those serving 
the Louisiana mines, proposed 25 per cent of first class on all 
salt, minimum 45,000 pounds, from all producing fields to des- 
tinations in that territory. The lines serving the Louisiana 
salt mines proposed two scales for application within the south- 
west and from the southwest to southern territory. One, to 
apply on package and mixed carloads, minimum 45,000 pounds, 
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Hoy said, ranged from 25 to 17.9 per cent of the southwestern 
first class rates. The other, to apply on bulk salt, minimum 
80,000 pounds, he said was 80 per cent of the proposed pack- 
age scale and ranged from 20 to about 14.5 per cent of first 
class. 

The southern carriers, Hoy said, proposed rates on all salt, 
minimum 45,000 pounds, from all producing fields to the south 
21 per cent of first class rates prescribed in the southern class 
rate revision between points within the south, generally re- 
ferred to as the K-2 scale. The mountain-Pacific carriers, ex- 
cept the Denver & Rio Grande Western, proposed, on all salt, 
minimum 45,000 pounds, the present class C rates and, where 
no joint class C rates were now in effect, rates based on the 
class C distance scale prescribed in Arizona Corporation Com- 
mission vs. A. E., 113 I. C. C. 52 and 142 I. C. C. 61, known as 
the Arizona scale. 

Salt producers in all fields made proposals which if adopted 
would have resulted in reductions in various parts of the coun- 
try. State commissions also proposed rates made on consider- 
ably lower percentages of first class than those suggested by 
the carriers or recommended by the examiner. 

In a part of the report devoted to the effect of the recom- 
mended rates on the carriers’ revenues, Examiner Hoy pointed 
out that only estimates could be made, although the effect of 
traffic tests were embodied in the report. In official territory 
it was estimated that there would be an increase $700,000 a 
year. He said that that might be contrasted with the reduc- 
tion of revenue of $951,662.10 a year as a result of the rates 
prescribed in the 1923 general salt case and the Eastern Salt 
case of the same year. He said the test made indicated that 
the rates recommended to southern territory would increase the 
carriers’ revenue approximately $121,000 a year. He said that 
the revenues collected on 4,800 carloads destined to southern 
territory that moved in the test period were $872,783.84 and 
that the revenues under the rates recommended would be 
$933,375.98. 


As to the effect in southwestern territory, Hoy said it was 
estimated that there would be an annual increase of $450,000 
under the rates recommended, but he pointed out that that 
increase was but a little greater than the estimated reduction 
of $415,000 occasioned by the southwestern salt case. The ex- 
aminer discussed the revenue effect in western trunk line ter- 
ritory but pointed out that the traffic test did not take into 
consideration arbitraries which he had recommended to be 
added to the basic scales. 


In disposing of the cases Examiner Hoy said the Com- 
mission should find that for the future, maximum, reasonable 
rates, exclusive of the present authorized emergency charges, 
‘on common salt (sodium chloride), in carloads, would be: 


1. Between points in official territory, 17.5 per cent of the present 
first-class rates from and to the same points on bulk salt, and 25 per 
cent of said first-class rates on package salt and mixed carloads of 
bulk and package salt; 


2. Between points in southern territory and from points in official ° 


territory to points in southern territory, 16 per cent of the present 
first-class rates from and to the same points on bulk salt, and 22.5 
per cent of said first-class rates on package salt and mixed carloads 
of bulk and package salt, except (a) that from producing points in 
New York State such rates will be 16 and 22.5 per cent, respectively, 
of constructive first-class rates determined in accordance with find- 
ings 17-b, 17-d, and 17-f in the third supplemental report in Southern 
Class Rate Investigation, 128 I. C. C. 567, and except (b) that to des- 
tinations in Florida south of the line of the Seaboard Air Line ex- 
tending from Jacksonville to River Junction such rates will be 16 
and 22.5 per cent, of the first-class rates to which the arbitraries set 
forth in appendix L-2 of said third supplemental report in Southern 
Class Rate Investigation have not been added, plus the distance arbi- 
traries set forth in appendix 4 hereof for the portion of the haul 
south of the aforesaid line of the Seaboard Air Line; 


_8. From points in southwestern and western trunk line terri- 
tories to points in southern territory, 16 per cent of the scale of first- 
class rates set forth in appendix K-2 of the second supplemental re- 
port in Southern Class Rate Investigation, 113 I. C. C. 200, plus a 
differential of one cent, on bulk salt, and 22.5 per cent of said ap- 
pendix K-2 scale of first-class rates, plus a differential of one cent, 
on package salt and mixed carloads of bulk and package salt, ex- 
cept (a) that to destinations in Florida south of the aforesaid line of 
the Seaboard Air Line such rates will be 16 and 22.5 per cent, re- 
spectively, of said appendix K-2 scale of first-class rates, plus the 
distance arbitraries set forth in appendix 4 hereof for the portion of 
the haul south of said line of the Seaboard Air Line, and except (b) 
that over routes made up in whole or in part of any of the short or 
weak lines shown in appendix 3 hereof, other than those that are 
under common control or management with some standard carrier, 
or of the Mississippi Central, Gulf, Mobile & Northern, or Columbus 
& Greenville, such rates will be 16 and 22.5 per cent of the first-class 
rates constructed by adding to said appendix K-2 scale of first-class 
rates the distance arbitraries set forth in appendix L-2 of said third 
supplemental report in Southern Class Rate Investigation, for that 
part of the hauls that are over said short or weak lines or the Missis- 
sippi Central, Gulf, Mobile & Northern or Columbus & Greenville; 

_ 4. Between points in southwestern territory and from points in 
Kansas and central freight association and Illinois territories to points 
in southwestern territory, 16 per cent of the present first-class rates 
from and to the same points on bulk salt, and 22.5 per cent of said 
first-class rates on package salt and mixed carloads of bulk and pack- 
age salt, subject, however, to the rates found reasonable from points 
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in southwestern territory to points in western ‘trunk line territory as 
maximum; 

5. Between points in western trunk line territory and from points 
in central freight association, Illinois and southwestern territories to 
points in western trunk line territory, 17.5 per cent of the present 
first-class rates from and to the same points on bulk salt, and 25 
per cent of said first-class rates on package salt and mixed carloads 
of bulk and package salt, except that from producing points in Kan- 
sas and from points in southwestern territory such rates will be 17.5 
and 25 per cent, respectively, of the zone I scale of first-class rates 
set forth in appendix H of Western Trunk Line Class Rates, 164 J, 
Cc. C. 1, to destinations in zone I and extended zone C, the same per- 
centages of the zone II scale of first-class rates set forth in said ap- 
pendix H to destinations in zone II, subject to the rates found rea- 
sonable to zone I as maximum at intermediate points in zone II, and 
the same percentages of the zone III scale of first-class rates set forth 
in said appendix H to destinations in zone III, subject to the rates 
found reasonable to zone II as maximum at intermediate points in 
zone III; 

6. From points in Utah to destinations in zone III of western 
trunk line territory, 17.5 per cent of the aforesaid zone III scale of 
first-class rates on bulk salt, and 25 per cent of said zone III scale of 
first-class rates on package salt and mixed carloads of bulk and 
package salt; , 

7. From producing points in Kansas and southwestern territory 
to points in central freight association and Illinois territories, 17.5 
per cent of the aforesaid zone I scale of first-class rates on bulk salt, 
and 25 per cent of said zone I scale of first-class rates on package 
salt and mixed carloads of bulk and package salt; ‘ 

8. Between points in Mountain-Pacific territory and from points 
in western trunk line and southwestern territories to points in Moun- 
tain-Pacific territory, 20 per cent of the aforesaid zone III scale of 
first-class rates on bulk salt, and 27.5 per cent of said zone III scale of 
first-class rates on package salt and mixed carloads of bulk and 
package salt, except that the rates found reasonable from Utah to 
zone III of western trunk line territory shall be applied as maximum at 
intermediate points in Mountain-Pacific territory, and except further 
that to narrow gauge points on the Denver & Rio Grande Western 
and Rio Grande Southern such rates will be combinations of the rates 
found reasonable to the junctions of the standard gauge and narrow 
gauge lines and the class C distance rates prescribed in Arizona Cor- 
poration Commission vs. A. E. R. R. Co., 113 I. C. C. 52 and pee 1. C. C, 
61, for the distances over the narrow gauge lines. 

The commission should also find that the present rates on com- 
mon salt (sodium chloride), in carloads, will be unreasonable to the 
extent that they may exceed the maximum reasonable rates herein 
prescribed for the future. 

The commission should also find that reparation should be denied 
in all of the cases in which there has been a hearing with respect to 
the reasonableness of the rates in the past, except in those cases in 
which it is held that the reparation orders previously entered are final 
and except also No. 18482, in which reparation should be awarded. 

As referred to herein, southwestern territory includes that portion 
of southern Missouri not included in zone I in Western Trunk Line 
Class Rates; western trunk line territory includes zones I, II, and III 
and extended zone C as defined in Western Trunk Line Class Rates; 
and Mountain-Pacific territory includes all territory west of the west- 
ern boundary of zone III of western trunk line territory, and New 
Mexico and all territory west thereof. . 

The rates on bulk salt should apply only on salt shipped loose in 
bulk, and those on package salt and mixed carloads of bulk and pack- 
age salt should apply where the salt, or any of it, is shipped in pack- 
ages or containers of any kind or description, or in the form of ma- 
chine pressed or fused blocks. The rates on bulk salt should be sub- 
ject to a minimum weight of 80,000 pounds, but not to exceed the 
marked capacity of the car, and the rates on package salt and mixed 
earloads of bulk and package salt should be subject to a minimum 
weight of 45,000 pounds. 

In applying the rates distances should be computed over the short- 
est routes over which carload traffic can be moved without transfer 
or lading. 

The producing points may be grouped as outlined in this report 
and rates established from each producing point in each group based 
on the average of the first-class rates or the average of the distances 
from all producing points in the group. 

The rates need be established only over the shortest routes now 
participating in the traffic. 

Upon the filing of appropriate applications by respondents, tem- 
porary fourth-section relief should be granted to aid the establish- 
ment of the rates. 

All outstanding orders of the commission, in so far as they are 
inconsistent with the findings herein, should be modified to the extent 
necessary to enable the establishment of the rates herein prescribed. 


COTTON BELT TERMINAL SERVICES 


Examiner R. G. Taylor, in No. 25325, absorption of drayage 
and trucking charges by the St. Louis Southwestern Railway 
Co., Missouri Pacific, and the Chicago, Rock Island & Pacific, 
and I and S. No. 3759, delivery charges absorbed by the St. Louis 
Southwestern, and I. & S. No 3826, delivery charges absorbed by 
the St. Louis Southwestern, No. 2, has recommended that the Com- 
mission find that schedules inaugurating free pick-up and delivery 
terminal services on carload and less-than-carload freight aggre- 
gating 6,000 pounds or more a car, at common points, as modified 
by schedules under suspension, are not unlawful in certain 
respects, but that the suspended schedules have not been justi- 
fied, without prejudice however, to the filing of new ones in 
conformity with his proposed findings. The proceeding was 
instituted by the Commission. The examiner proposes that it 
be discontinued. 


This inquiry was into the lawfulness of schedules filed by 
the Cotton Belt which became effective March 29, 1932, and 
later days. The other railroads filed schedules to meet the 
services of the Cotton Belt. The schedules under investigation 
authorized, among other things, absorption of draying or truck- 
ing charges on all carload freight not in bulk and all less-than- 
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carload freight aggregating 6,000 pounds or more in a Car, for 
transfer between their tracks and industries situated on and 
served by their industrial sidetracks, or the industrial sidetracks 
of other railroads, and between their tracks and platforms, 
docks, or doorways of all shippers and consignees in named Cities 
and towns in Arkansas, Missouri, and Illinois, under which they 
would accept and/or deliver such shipments at the industries, 
platforms, docks or doorways, when they handled such ship- 
ments in road-haul movement. The Texas & Pacific established 
similar rules in connection with its lines at Texarkana, Ark.-Tex. 
That carrier was not named as a respondent in this proceeding 
put was permitted, upon petition, to become an intervener, with 
a standing similar to the respondents. 

Examiner Taylor said the new schedules contained three 
well-defined departures from the former policy of the Cotton 
Belt: First, they provided reciprocal switching for other car- 
riers to all industries located on its tracks. Second, switching 
charges were absorbed on all traffic on which the Cotton Belt 
received a road haul, non-competitive as well as competitive. 
Third, for industries not having track locations, referred to in 
the report as off-track industries, as well as on-track industries, 
the new schedules authorized the free acceptance and/or delivery 
of carload shipments, not in bulk, and of less-carload traffic 
aggregating 6,000 pounds or more, at the dock, platform, or door- 
way of such industries. 

Under that arrangement, said the examiner, the Cotton Belt 
assumed the expense and liability of transfer between its tracks 
and the industry. However, the carrier reserved the right to 
make the delivery by switch service or by truck. 

The Cottun Belt, said Taylor, advanced four considerations 
impelling the filing of the schedules: (1) Economy in transporta- 
tion; (2) improvement of delivery service at terminal; (3) re- 
moval of alleged discrimination against the off-track shipper and 
in favor of the on-track shipper; and (4) to maintain the com- 
petitive ability of the Cotton Belt with respect, first, to truck 
competitors, and second, as to rail competitors. 

Protestant railroads asserted, according to Examiner Tay- 
lor, that the new arrangement was clearly unjust, unreasonable, 
unjustly discriminatory and unduly prejudicial. They contended 
that the new arrangement resulted in a drastic and wasteful 
depletion of the carriers’ revenues. Among other things they 
pointed out that the total drayage charges paid on 159 shipments 
handled by the Missouri Pacific, which carrier established the 
service for reasons of competition with the Cotton Belt, and 40 
shipments handled by the Rock Island, which also filed com- 
petitive tariffs, amounted to approximately 5.65 per cent of the 
total freight collected on the shipment. The witnesses of the 
protesting carriers also alleged that there was no truck compe- 
tition involved in between 90 and 95 per cent of the shipments 
that had been actually handled under the new arrangement. 
They asserted that they had failed to find a single shipment that 
had been recovered from competing truck lines. They asserted 
that the purpose of the new Cotton Belt tariff was not to meet 
truck competition but to seek an undue advantage over rail com- 
petitors. 

The protesting railroads contended that the service estab- 
lished by the Cotton Belt constituted an extension of its line 
without a certificate of convenience and necessity. In answer 
to that the examiner said that under the tariff it was clear that 
the Cotton Belt did not intend to operate a line of railroad 
between definite or fixed terminals but instead intended to accept 
or deliver the freight covered by the tariff over the dock, plat- 
form or doorway of any and all corporations, firms or individ- 
uals located within the corporate or switching limits of the 
points named in the tariff. Under such circumstances the exam- 
iner said that the Commission should find that it was not neces- 
sary to obtain a certificate of public convenience and necessity. 

Examiner Taylor said there was considerable color to the 
Cotton Belt’s contention that the new arrangement was in- 
tended to meet truck competition especially in so far as off- 
track deliveries were concerned. Again, he said, if the respond- 
ent could, in good faith, perform delivery service to industries 
on its tracks more expeditiously and cheaply by truck than by 
switching, its right to elect the agency to perform the service 
should be left to it. On the other hand, he added, the attempt 
to take traffic away from its rail competitors, with probable 
net loss to the rail carriers as a whole, and at a time when their 
revenues were already so low as to jeopardize them, should be 
condemned. In disposing of the case, the examiner said: 

i 

In the circumstances, and upon the present récords the commis- 
sion should find that the schedules here under investigation were 
filed in accordance with section 6 of the act and its tariff regulations 
made under authority thereof; and that the schedules inaugurating 
the free pick-up and delivery terminal services on carload and less- 
carload freight aggregating 6,000 pounds or more per car, at common 
points, as modified by certain schedules under suspension, are not in 
violation of section 1 (paragraph 18) of the act. The commission 


should further find that the schedules here under investigation should 
be found not justified and that they should be canceled without preju- 
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dice to the filing of new schedules providing, (1) the establishment of 
free pick-up and delivery service, as aforesaid, to off-track industries; 
and (2) the establishment of similar free pick-up and delivery service 
to industries on the Cotton Belt, and that upon the present records 
the establishment of those arrangements have not been shown to be 
unduly prejudicial to industries located on foreign lines at the same 
points. Respondent, the Cotton Belt, should also make the modifica- 
tions in its schedules mentioned in the report, and which it conceded 
would be proper. Respondents, other than the Cotton Belt, should 
bring their schedules in line with these findings. Other carriers pub- 
lishing similar arrangements should do likewise. 


PROPOSED REPORTS 
Coal 

No, 25295, Blue Diamond Coal Co. et al. vs. L. & N. et al., 
and a sub-number, Stonega Coke & Coal Co. et al. vs. Interstate 
Railroad et al. By Examiner Morris Konigsberg. Dismissal of 
the sub-number proposed. Rates, bituminous coal, assailed in 
the title complaint, Mayflower and Benedict, Va., to destina- 
tions north and west of the Ohio River, proposed to be found 
unduly prejudicial to the extent they may exceed the rates 
from group No. 1, as defined in L. & N. I. C. C. A-16115. Rates 
in the sub-number from mines on the Interstate Railroad to 
points north of the Ohio proposed to be found not unduly preju- 
dicial. 

Scrap Rubber 

No. 25378, Shelbyville Harness Co. vs. I. C. et al. By Exam- 
iner T. Naftalin. Commodity shipped, Chicago, Ill., to Shelby- 
ville, Tenn., proposed to be found to have been scrap rubber on 
which the applicable rate was 83 cents. Reparation of $57.54 
proposed. 

Drilling Outfits, Etc. 

No. 20285, Cranfill Brothers Drilling Co. et al. vs. A. T. & S. 
F. et al. By Examiner C. Garofalo. Rates, oil-well drilling out- 
fits and drill pipe with tool joints attached, carloads, Mexia and 
Corsicana, Tex., to Shawnee and Seminole, Okla., proposed to 
have been found unreasonable to the extent they exceeded 70 
cents from Mexia to Shawnee and Seminole and 67 cents from 
Corsicana to Seminole. Reparation of $249.72 proposed. 


Slate Slabs 


No. 25411, Sunderland Brothers Co. vs. Alton et al. By Ex- 
aminer W. R. Brennan. Dismissal proposed. Class rates pro- 
posed to be found applicable, slate slabs, carloads, Fair Haven, 
Vt., and Pen Argyl, Danielsville and Wind Gap, Pa., to Lincoln 
and Omaha, Neb., and Champaign and Urbana, Ill. Such rates 
proposed to be found not unreasonable. 

Jamestown Terminal Facilities 

No. 25077, Jamestown, N. Y., Chamber of Commerce et al. 
vs. Jamestown, Westfield & Northwestern et al. By Examiner 
J. O. Cassidy. Proposed to be found that the joint use of ter- 
minal facilities of the title defendant and the Erie at Jamestown, 
N. Y., by those two roads has not been shown to be in the pub- 
lic interest; also proposed to be found that failure of the defnd- 
ants to participate jointly in the use of terminal facilities at 
Jamestown is not unreasonable or otherwise unlawful. 

Plate Glass 

No. 25478, Carl Graham Paint & Wall Paper Co. et al. vs. 

M. P. et al. By Examiner L. J. P. Fichthorn. Dismissal pro- 


posed. Rates, plate glass, carloads, Crystal City and Festus, 
Mo., to Wichita, Kan., not unreasonable. 


Stock Cattle 


No. 25515, F. W. Meyer et al. vs. A. T. & S. F. By Exam- 
iner Harold M. Brown. Dismissal proposed. Carload rates, 
stock cattle, Opah, Nanos, Burbank, and Strohm, Okla., to 
Edalgo, Kan., not unreasonable or unduly prejudicial. 


Stocker Calves 


No. 25527, Austin Lowery vs. C. & N. W. By Examiner L. H. 
Dishman. Rate, stock calves, carloads, Bassett, Neb., to Wood- 
bine, Ia., proposed to be found unreasonable to the extent it 
resulted in charges in excess of those which would have accrued 
on the basis of the aggregate of intermediate rates, 28.5 cents, 
minimum 22,000 pounds, to Missouri Valley, and 7.5 cents, 
minimum 20,000 pounds, beyond. Minimum weight not unrea- 
sonable. Reparation of $4.50 proposed. 


Gasoline and Kerosene 
No. 25356, Skelly Oil Co. vs. A. T. & S. F. et al. By Ex- 
aminer Frank C. Weems. Charges, gasoline and kerosene, in 
tank cars, Eldorado, Kan., to Chillicothe, Mo., proposed to be 
found unreasonable to the extent they exceeded charges based 
on a rate of 26.5 cents. Reparation of $367.58 proposed. 


Hogs 
No. 25316, Maricopa Packing Co. vs. A. T. & S. F. et al. 
By Examiner T. Leo Haden. Rates prior to January 25, 1932, 
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hogs, Denver and Yuma, Colo., and Manville, Wyo., to Phoenix, 
Ariz., and on feeder cattle, Whitewater to Phoenix, proposed 
to be found unreasonable to the extent they exceeded rates 
that would result from the application of those prescribed on 
feeder cattle in Concho Livestock Co. vs. A. T. & S. F., 178 
I. C. C. 501. Rates, hogs, in single-deck cars, Denver, Yuma 
and Manville to Phoenix proposed to be found unreasonable to 
the extent they exceeded rates prescribed in Armour & Co. 
vs. C. B. & Q., 183 I. C. C. 2538, reparation rates to be subject 
to minima as follows: Hogs, in single-deck cars, 36 feet 7 
inches in length, and under, 16,500 pounds, and 450 pounds 
additional for each additional foot or fraction thereof; and 
on feeder cattle, in cars 36 feet 7 inches in length, and under, 
20,000 pounds, and 525 pounds additional for each additional 
foot or fraction thereof. The examiner said the shortest dis- 
tances over which carload traffic could be handled without 
transfer of lading should be used in computing the rates. 
Reparation proposed. In instances where the parties cannot 
furnish the actual weights of shipments made on a car basis, 
the report says the rates should be applied to the proper car- 
load minimum, plus 10 per cent. 


Frosted Meats 


No. 25340, Hansen Packing Co. vs. B. & O. et al. By Ex- 
aminer J. J. Williams. Rates, frosted meats, carload, Butte, 
Mont., to New York, N. Y., Baltimore, Md., and points taking 
the same rates proposed to be found unreasonable to the ex- 
tent they exceed or may exceed 185 cents to New York and 
New York rate points, and 182 cents to Baltimore and Baltimore 
rate points, minimum 30,000 pounds. New rates recommended 
for the future. 


Wrought Iron Pipe 
No. 25470, Hugh M. Morris and James H. White, receivers 
for Southern Natural Gas Corporation vs. A. G. S. et al. By 
Examiner Charles A. Rice. Dismissal proposed. Rate, wrought 
iron pipe, Gary, Ind., to Hurricane and Saraland, Ala., recon- 
signed to Brooklyn and Lyman, Miss., proposed to be found 
applicable and not unreasonable or otherwise unlawful. 


Coal 


No. 23514, Hall Construction Co. vs. L. & N. et al. By 
Examiner Edgar Snider. Upon further hearing rates, coal, from 
mines in Alabama taking Birmingham group rates and points 


taking differentials over that group to Attapulgus, Ga., proposed 
to be found unreasonable to the extent they exceeded $2.87 a 
net ton, in the period between May 29, 1928, and September 19, 


1930, inclusive. Reparation of $2,730.96 proposed. 


Emergency Rates on Hay 

No. 25445, B. B. Jones vs. N. & W. et al. By Examiner 
George M. Curtis. Tariff regulations and their application under 
which complainant was denied reduced emergency rates, hay, 
points in northern Michigan to Berryville, Va., in the drought 
period of 1930 proposed to be found unlawful, unreasonable, 
unjustly discriminatory and unduly prejudicial. The examiner 
recommends that in this case it follow the decision the Com- 
mission made in Henry C. Stuart vs. N. & W., disposed of by 
division 3 on January 18, 1933, in a mimeographed report. The 
report says the complainant in this case shipped 49 carloads of 
hay on rates which were higher than the emergency rates on 
which others were permitted to ship. Reparation proposed. 


Cast Iron Radiators 


No. 25468, American Radiator Co. vs. A. C. L. et al. By 
Examiner A. S. Worthington. Dismissal proposed. Rates, cast- 
iron radiators, North Birmingham, Ala., to destinations in offi- 
cial territory, not unreasonable or otherwise unlawful. 


Wrought Iron Pipe 


No. 25593, Cities Service Gas Co. vs. C. M. St. P. & P. et al. 
By Examiner L. H. Dishman, Dismissal proposed. Shipments, 
wrought iron pipe, Milwaukee, Wis., originally destined to Ton- 
ganoxie, Kan., but reconsigned in transit to Rex, Kan., and sub- 
sequently reshipped from Lawrence, Kan., to Reno, Kan., pro- 
posed to be found to have been moved in intrastate commerce 
beyond Lawrence. Complaint was against the factor of the rate 
beyond Lawrence, and the question was as to whether the trans- 
action was interstate or intrastate. 


Potatoes 


No. 24881, Carolina Shippers’ Association, Inc., et al. vs. 
Norfolk Southern et al., and No. 25441, Same vs. A. C. L. et al. 
By Examiner George M Curtiss Rates, potatoes, points in east- 
ern North Carolina to destinations north of the Ohio River 
and east of the Mississippi River, and in Kentucky proposed to 
be found unreasonable to the extent that the rates applied ex- 
ceeded 35 per cent of the first class rates for corresponding 
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distances prescribed in eastern class rate revision. New rate 
proposed. Present estimated weights and charges for use of 
refrigerator cars proposed to be found not unreasonable. Repa. 
ration proposed to be denied. 


Potato Reparation 


No. 22389, Tri-State Traffic Co. vs. Pennsylvania et al., and 
a sub-number, Same vs. Norfolk Southern et al. By Examiner 
Alfred G. Hagerty. Upon further hearing, examiner proposed 
that the Commission find that amounts of reparation set forth 
in his report ranging from $3 to $210.88 are due to complainants 
under the findings in the prior report in this case, 172 I. C. ¢. 
596, on account of unreasonable rates on potatoes. 


OHIO COAL RATES 


The Commission, in No. 25885, surcharge on bituminous 
coal within the state of Ohio, has instituted an investigation into 
the refusal of the Public Utilities Commission of Ohio to per. 
mit a continuation of the surcharge on bituminous coal on in. 
trastate traffic after March 31 in accordance with the Con. 
mission’s most recent decision in Ex Parte 103, Fifteen Per 
Cent Case, 1931. 

The Public Service Commission of Pennsylvania, in a peti- 
tion filed with the federal Commission, alleges that the Ohio 
body on March 20 refused to permit the existing surcharge to 
be continued after April 1. The Pennsylvania body alleged 
that that refusal would result in undue and unreasonable pref. 
erence and advantage to intrastate commerce and undue and 
unreasonable prejudice and disadvantage of interstate commerce 
and unjust discrimination against interstate commerce. The 
investigation, according to the notice issued by the federal body 
on March 30, is to be for a determination as to what rates and 
charges, if any, of What maximum or minimum or maximum and 
minimum rates shall be prescribed to be charged by the car. 
riers in order to remove such advantage, preference prejudice 
or discrimination, if any, as may be found to exist. 

On account of the refusal of the Ohio commission to allow 
a continuance of the 6 cents a ton surcharge on bituminous 
coal the shippers of coal from the Pittsburgh district to some 
points in northeastern Ohio, on April 1, were due to be placed 
at a disadvantage of 35 cents a ton in comparison with ship- 
pers from Ohio district No. 8 to that part of Ohio. While the 
surcharge was on Ohio coal the advantage, due to action by 
the Ohio commission and some railroads, was 29 cents a ton. 
The old difference before that action was 10 cents a ton in 
favor of the Ohio coal. 

The Commission, in No. 25566, rates on bituminous coal 
within the state of Ohio, has concluded that that case and those 
heard with it should be disposed of without proposed report and 
be set for oral argument at the earliest practical date. It has, 
therefore, set the matter for argument April 17-18. At that 
time arguments will be heard on the merits of petitions filed 
in I. and S. 3282 and I. and S. 3619. 

The Commission has also decided that, in the interest of 
expedition, it should hold a hearing and argument, April 19, in 
No. 25885, the thirteenth section proceeding it instituted at 
the request of the Pennsylvania Commission. 

Arguments will follow the taking of testimony. 

These hurried proceedings are the result of representa- 
tions to both President Roosevelt and the Commission that the 
situation is so bad that it should be disposed of with unusual 
expedition. 


EXCESS INCOME REPORTS 


In Finance No. 3666, Chesapeake & Ohio Railway system 
excess income, the Commission, by division 1, has: issued a 
tentative recapture report in which jt is found that the Chesa- 
peake & Ohio has recapturable excess net railway operating 
income of $18,774,904.98 attributable to the last four months of 
1920 and the years 1923 to 1926, inclusive. The report is sub- 
ject to protest of the carrier. 

The amount of recapturable excess income tentatively found 
for each period and the values for rate-making purposes of the 
property on which the computation of net railway operating 
income is based follows:* Last four months of 1920, $352,644.09; 
value, $305,500,000; 1923, $834,873.44; value, $313,500,000; 1924, 
$2,848,621.03; value, $328,000,000; 1925, $6,241,058.79; value, 
$352,500,000; 1926, $8,497,707.63; value, $361,500,000. 

No excess income was found for the years 1921 and 1922. 
The report covers the period between September 1, 1920, and 
December 31, 1926. 

On the basis of the value and net railway operating income 
reported by the carrier no excess income was received in the 
period covered by the report. 

Values claimed by the carrier, according to the report, and 
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on which it made its computations showing no excess income, 
follow: Last four months of 1920, $312,539,750; 1923, $362,848,- 
581.63; 1924, $390,000,000; 1925, $570,660,418; 1926, $639,563,535. 

The Commission said that examination of its Bureau of 
Accounts disclosed that 192 locomotives were repaired at out- 
side shops in the years 1922 to 1926, inclusive, and that accord- 
ing to tabulations prepared by the Chesapeake & Ohio and con- 
tained in its files, it appeared that the cost of such repairs 
at the outside shops was considerably in excess of the cost 
of making comparable repairs at its own shops with company 
forces. In the absence of an explanation justifying this excess 
cost, said the Commission, it found, for the purposes of the 
report, that the costs of repairs made at oustide shops were 
unreasonable and disproportionate to the extent they exceeded 
the carrier’s estimated costs for the same repairs at its own 
shops. Accordingly, said the Commission, the following amounts 
representing these excess costs would be deducted from rail- 
way operating expenses, and net railway operating income 
would be correspondingly increased: 1922, $143,735; 1923, 
$373,165; 1924, $1,175,520; 1925, $741,839; 1926, $428,542. 

In Finance No. 4069, The Hocking Valley Railway Co. excess 
income, the Commission, by division 1, has issued a tentative 
recapture report in which it is found that the carrier has recap- 
turable excess net railway operating income of $2,555,558.82 
attributable to the last four months of 1920 and the years 1924 
to 1927, inclusive. The report is subject to protest of the car- 
rier. No excess was found for 1921, 1922 and 1923, the report 
covering the period between September 1, 1920, and December 
31, 1927. 

The amount of recapturable excess income tentatively 
found for each period and the values for rate-making purposes 
of the property on which computation of net railway operating 
income is based, follow: Last four months of 1920, $315,833.92; 
value, $52,400,000; 1924, $308,631.92; value, $49,750,000; 1925, 
$305,699.09; value, $49,700,000; 1926, $626,169.80; value, $51,- 
350,000; 1927, $999,224.09; value, $50,850.000. 

On the basis of values and net railway operating income 
alleged by the carrier in its reports to the Commission, no ex- 
cess income was reported. The values claimed follow: Last 
four months, 1920, $59,610,023.33; 1924, $63,163,021.94; 1925, $92,- 
897,550; 1926, $95,677,995; and 1927, $93,932,303. 

The report notes that throughout the period covered by it 
the Hocking Valley was controlled by the Chesapeake & Ohio 
by ownership of a majority of the capital stock and that the 
Cc. & O. took over operation of the property as of May 1, 1930. 

Finance No. 3944, Terminal Railroad Association of St. Louis 
et al. excess income, the report embracing also the properties 
of the St. Louis Merchants’ Bridge Terminal Railway Co., East 
St. Louis Connecting Railway Co. and St. Louis Transfer Rail- 
way Co. Tentative recapture report. By division 1. Tenta- 
tively found that the carriers comprising the system owe recap- 
turable excess net railway operating income of $522,790.94 for 
various periods in the last ten months of 1920 and the years 
from 1921 to 1927, both years inclusive. Carriers are ordered 
to pay that sum on or before May 10, with the proviso that if 
no protest is filed, the report and order shall become a final 
determination. 

The Commission found recapturable income owed by the 
system roads in the last ten months of 1920 of $12,024.71 based 
on a value of $68,300,000; $254,656.69 in 1922, based on a value 
of $68,500,000; and $195,595.78 in 1923, based on a value of 
$70,400,000. The Terminal Railroad Association, it was tenta- 
tively found, owed $60,513.76 in 1926, based on a valuation of 
$72,900,000. 


STATE EMERGENCY SURCHARGES 


The Public Utilities Commission of Ohio has denied per- 
mission for extension of the Ex Parte 103 surcharges, intrastate, 
to September 30, 1933, as authorized interstate by the Commis- 
sion, according to advices received by John E. Benton, general 
solicitor of the National Association of Railroad and Utilities 
Commissioners. 

Continuance of the surcharges has been permitted by the 
Nebraska commission. ‘ 

The North Dakota commission will hold hearings on the 
question in Bismarck April 10. 

The South Dakota commission has denied continuance of 
the surcharges on intrastate traffic beyond March 31. 

The Michigan commission has permitted continuance of the 
surcharges until September 30, 1933. 

The Georgia commission has denied continuance of the 
surcharges beyond March 31. 

The Commission, in No. 25135, increases in intrastate 
freight rates and charges, part 13, West Virginia, by order, 
not a report and order, has directed the railroads to estab- 
lish, put in force, and maintain for the transportation 
of all goods in intrastate commerce within West Virginia, 
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rates that will not be lower than the rates now in force 
and applicable to the intrastate transportation, plus the 


surcharges authorized in Fifteen Per Cent Case, 1931, 178 
I. C. C. 589 and 179 I. C. C. 215, as continued by the second 
supplemental report made on March 7, 1933, on corresponding 
interstate goods so long as such surcharges are maintained on 
such goods in accordance with the findings. The order, by its 
terms is to be effective May 1. The railroads are required to 
comply with the order by filing schedules on not less than one 
day’s notice. 

Lowered freight rates on all rail shipments within the state 
of Texas will go into effect April 1, as the result of the rail- 
road commission’s refusal to grant an extension of emergency 
rates expiring March 31. The emergency rates will be continued 
on interstate shipments, of course, as the Interstate Commerce 
Commission has extended them to midnight of September 30. 

The Pennsylvania commission has permitted continuance 
of the surcharges. 

The Virginia commission has permitted continuance except 
as to leaf tobacco, raw peanuts, dolomite for acid soil treat- 
ment, marl, agricultural limestone for acid soil treatment, pulp- 
wood, chestnut extract wood, lime, all kinds, and fertilizers and 
fertilizer materials, all kinds. 


LOANS TO RAILROADS 


Up to the close of business March 21 the Reconstruction 
Finance Corporation had authorized 111 loans aggregating 
$359,885,015 to 62 railroads, according to a report of the cor- 
poration made public March 27. Of the total, $264,740 had been 
canceled or withdrawn, $31,028,160.43 remained at the disposal 
of borrowers and $328,592,114.57 had been disbursed to the 
borrowers, of which $20,175,984.53 had been repaid. The last 
similar report of the corporation (see Traffic World, Feb. 25, 
p. 379) showed that at the close of business on January 31 the 
corporation had authorized 105 loans aggregating $340,435,093 to 
62 railroads. 

The corporation issued a revised list showing the status of 
loans to railroads as of March 21, the first list having been 
published in The Traffic World of February 25. Changes noted 
were as follows: 


Baltimore & Ohio, authorized, $70,125,000 as against $67,125,000 
in the first list; disbursed, $65,367,469 as against $39,126,244. 

Chicago & North Western, authorized, 31,232,133 as against $20,- 
104,433; disbursed, $21,022,033 as against $19,104,433; repaid, $2,064,500. 

Chicago, Rock Island & Pacific, authorized $11,181,872 as against 
10,000,000; disbursed, $11,181,872 as against $10,000,000. 

Chicago, Milwaukee, St. Paul & Pacific, authorized $8,000,000 as 
against $8,000,000; disbursed, $8,000,000 as against $7,993,00. 

Cincinnati Union Terminal, authorized, $10,398,925 as against the 
$8300 ae: disbursed, $8,300,000 as against same amount; repaid, 

Denver & Rio Grande Western, authorized, $6,350,000 as against 
same amount disbursed, $2,778,800 as against $2,605,500; repaid, $500,- 
000 as reported before. 

Lehigh Valley, authorized, 6,500,000 as against the same amount; 
disbursed, $5,467,000 as against $5,447,000. 

Minneapolis, St. P. & S. Ste. M., authorized, $6,843,082 as against 
the same amount; disbursed, $6,843,082 as reported before; repaid, 
$366,039 as against $343,620 reported before. 

Missouri Pacific, authorized, $23,134,800 as against $20,100,000; dis- 
bursed, 23,134,800 as against $17,100,000. 

New York Central, authorized, $20,499,000 as against same amount; 
disbursed, $16,100,000 as against $15,600,000. 

New York, Chicago & St. Louis, authorized, $18,200,000 as against 
same amount; disbursed, $17,665,200 as against $17,507,280; repaid, 
$2,688,413 as reported before. 

St. Louis Southwestern, authorized, $18,790,000 as against $17,- 
684,450; disbursed, 18,109,025 as against $17,684,450; repaid $790,000 
as reported before. 

Tuckerton, authorized, $45,000 as against same amount; disbursed, 
$39,000; $6,000 canceled or withdrawn. 


In the case of the Southern the latest report shows a loan 
of $14,751,000 authorized and disbursed as previously reported 
but not repayment of $27,504 as shown in previous statement. 

In Finance No. 9777, Denver & Rio Grande Western Rail- 
road Co. reconstruction loan, the Commission, on further appli- 
cation, has approved an additional loan of $2,250,000 from the 
R. F. C. to the carrier, to pay taxes, principal and interest of 
equipment trust notes, and interest on bonds. The carrier asked 
for $2,500,000 but the Commission said its discussion with rep- 
resentatives of the company disclosed that a loan of $2,250,000 
would enable it to meet present requirements. Loans aggre- 
gating $6,350,000 have heretofore been approved for applicant, 
of which $3,850,000 was for construction of the Dotsero cutoff. 
The Commission’s requirements as to security for the additional 
loan follow: 


2. That the applicant should pledge with the Finance Corporation 
as collateral security for the loan, as and when the first advance 
thereon is made, (a) $1,385,000 of its refunding and improvement mort- 
gage 5 per cent bonds of 1978; (b) 500 shares of the common capital 
stock of the Goshen Valley Railroad Company; (c) 30,000 shares of 
the common capital stock of the Denver-Colorado Springs-Pueblo 
Motor Way, Incorporated; (d) 580 shares of the common capital stock 
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of the Rio Grande Motor Way, Incorporated; (e) 400 shares of the 
common capital stock of the Rio Grande Motor Way of Utah, In- 
corporated; (f) $1,777,000 of the Rio Grande Southern Railroad Com- 
pany first mortgage 4 per cent bonds; (g) all of the applicant’s right, 
title, claim and interest in and to $662,000 of Denver & Rio Grande 
Railroad Company first consolidated mortgage bonds, subject to the 
prior claim thereto as collateral security for a loan of not more than 
$500,000 to the applicant by the Railroad Credit Corporation; (h) all 
the applicant’s right, title, claim and interest in and to $6,096,000 of 
the applicant’s refunding and improvement mortgage 5 per cent bonds 
of 1978, subject to the prior claim thereto created by the pledge thereof 
as collateral security for loans of not more than $1,500,000 to the 
applicant by the Chase National Bank of the City of New York; and 
(i) 20,530 shares of the common capital stock of the Denver & Salt 
Lake Railway Company, subject to the obligation of the applicant to 
deposit such shares with the Colorado National Bank of Denver as 
trustee under an agreement entered into between the applicant and 
certain minority stockholders of said Denver & Salt Lake Railway as 
security for the performance of a certain contract of the applicant to 
purchase the stock of such minority stockholders; 

3. That the applicant should agree with the Finance Corporation 
that all securities now pledged or which may hereafter be pledged as 
collateral security for loans from that corporation shall apply equally 
and ratably as security for all such loans; 

4. That the applicant should agree with the Finance Corpora- 
tion not to permit the sale or encumbrance of any securities now held 
by the three motor-way corporations referred to in paragraph 2 hereof, 
nor to permit the encumbrance of the property of those companies 
and the Goshen Valley Railroad Company by mortgage, or otherwise, 
while any part of the loans remain unpaid, except upon our approval 
and with the consent of the Finance Corporation; 

5. That the Finance Corporation will be adequately secured under 
these conditions. 


Chairman Farrell, dissenting, said he was unable to concur 
in the conclusion of the majority because, in his opinion, the 
security upon which the loan approved was to be based “is not 
adequate within the meaning of the law under which the Com- 
mission operates in the premises.” 

Commissioner Eastman noted a dissent. 

The Commission, by division 4, in Finance No. 9889, Texas 
& Pacific Railway Co. reconstruction loan, has approved a 
loan of $700,000 to the applicant from the R. F. C. to enable 
it to meet, in part, obligations falling due on April 1, con- 
sisting of $928,125 in interest on various obligations and $95,000 
principal on equipment trust certificates. As security for the 
loan the Commission said that the applicant should deposit 
with the R. F. C. $1,700,000 of its general and refunding 
mortgage 5 per cent gold bonds, series D, of 1980. The report 
said that the applicant was a party to the marshalling and 
distributing plan of the Railroad Credit Corporation and that 
for the thirteen months ended Jan. 31, 1933, the T. & P. had 
paid into that fund from the emergency rate increases $377,886. 
The applicant, the report said, had not borrowed anything from 
the Railroad Credit Corporation but had been advised that 
that corporation had already approved loans to other carriers 
which would utilize all its cash resources available as of 
April 1. 

In Finance No. 9910, the Marshall, Elysian Fields & South- 
western Railway Co. applied to the Commission for the ap- 
proval of a loan to it of $60,000 by the R. F. C. to enable it 
to liquidate its present indebtedness. As security for the loan 
the applicant offered a first lien mortgage on its property. 

In Finance No. 9589, Southern New York Railway, Inc., 
reconstruction loan, the Commission, by division 4, has denied 
approval of a loan of $960,029 to the carrier from the R. F. C. 
The report said applicant was controlled through ownership of 
all its capital stock by The Railway and Bus Associates, which 
in turn was controlled by interests identified with the Asso- 
ciated Gas and Electric Corporation. The Commission said that 
in view of the large sum requested by applicant for the pur- 
pose of repaying debts to its proprietary company, the loan 
assumed the aspect of an: industrial, rather than a railroad, 
loan. It said it was unable to find that the R. F. C. would be 
adequately secured under the conditions presented. 

In Finance No. 9145, supplemental application, the receivers 
of the Wabash have asked the Commission to approve an addi- 
tional loan to them of $3,000,000 from the R. F. C. They need 
the money to pay various items of interest and the principal on 
equipment trust certificates. They originally asked for $18,500,- 
000 and have received $14,825,000. 

The receivers of the Ann Arbor, in a supplemental applica- 
tion in Finance No. 9250, have asked the Commission to approve 
a further loan to them of $365,243 from the R. F. C., of which 
$129,900 would be an unappropriated balance of their original 
application which was for $764,657. They need the money to 
pay interest, and the principal of maturing equipment trust 
certificates. 

The Commission, by division 4, in Finance No. 9870, New 
York Central Railroad Co. reconstruction loan, has approved 
a further loan of $7,000,000 to the New York Central from the 
R. F. C. to enable it to pay a like principal amount of Boston 
& Albany 4 per cent improvement bonds, due May 1. As 
security for the loan the applicant is to pledge $7,000,000 of 
Boston & Albany refunding 6 per cent bonds to be dated May 
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1, 1933, to mature May 1, 1943, and to be issued pursuant to 
authority granted by the Commission in Finance No. 9868, to. 
gether with $8,000,000 of the applicant’s refunding and improve. 
ment mortgage 5 per cent bond series C, due October 1, 2013. 
The Commission, by division 4, by order in Finance No, 
9684, Kane & Elk Railroad Co. reconstruction loan, has dis. 
missed the application of that carrier for a loan of $30,000 from 
the R. F. C. The dismissal was made on account of the with- 
drawal of that application by the carrier on March 25. 


FIFTEEN PER CENT CASE, 1931 


The Commission has designated W. V. Hardie, director of 
its Bureau of Traffic, and C. G. Jensen, its classification agent, 
as a committee to handle informally proposed changes in emerg- 
ency charges, in accordance with the notice contained in its 
report providing for continuance of the emergency charges for 
six months from March 31. (See Traffic World, March 18, p. 
532.) The carriers have also designated a committee for the 
same purpose, consisting of D. T. Lawrence, chairman of the 
Trunk Line Traffic Executive Committee; E. B. Boyd, chairman 
of the Western Trunk Line Executive Committee; and J. E. 
Tilford, chairman, Southern Freight Association. 

C. E. McDaniel, traffic manager of the National Cottonseed 
Products Corporation, in a letter to Secretary McGinty, after 
quoting the declaration by the Commission, in the report referred 
to hereinbefore, said: 


The writer is very much impressed with the hope held out in the 
above statement. Such proceedings, it would seem, are capable of 
resulting in great good to both shippers and carriers in disposing of 
many vexing problems, which can now only be disposed of by formal 
complaints. 

I have, however, been unable to find anything in the Commission’s 
current Rules of Practice regarding this kind of proceeding, and I 
will very much appreciate it if you will advise me in detail, regard- 
ing the manner of bringing such matters before the Commission and 
railroad committees for consideration, and the procedure before such 
committees after matters have been lodged there for consideration. 


Secretary McGinty, in answer to Mr. McDaniel and inquiries 
by R. A. Ellison, traffic manager of Ohio-Kentucky Associated 
Industries, and F. M. Varah, manager, traffic bureau of the 
Syracuse, N. Y., Chamber of Commerce, along the same line, 
after telling the names of the committee members, said: 


There are no rules of practice to govern handling matters before 
these committees, All that is necessary is to submit any proposition 
in which you are interested by letter, sending one copy to each mem- 
ber of the railroad committee and two copies to the Commission. The 
copies to the Commission may be addressed either to the undersigned 
or to Director Hardie. In your letter you should of course submit the 
facts upon which you rely in believing that changes ought to be made. 


In Ex Parte No. 103, in the matter of increases in rates 
and charges, the National Lumber Manufacturers’ Association 
and the National Coal Association have petitioned the Com- 
mission for reconsideration and cancellation of the permissive 
authority heretofore granted for continuation of the surcharges. 
Reopening is sought specifically as to the charges on lumber 
and bituminous coal, in the event that the Commission does not 
see fit to reopen the case as to all classes of commodities in- 
volved therein. 


The petitioners say that the announcement of the carriers 
that they will eliminate the loaning plan removes the only 
justification, which, under the opinion of the majority of the 
Commission, would warrant the continuance of the surcharge 
for a definite period of time. 


“These surcharges,” say the petitioners, “are collected from 
the public, the funds are being taken from the public for the 
purpose aS an emergency matter to assist the weak carriers 
and not for the purpose of increasing the revenues of any line 
which is able to meet its obligations, and the mere fact a 
greater number are unable to meet their obligations at the 
present time than were able to do so at the time of the original 
decision does not alter the principle nor render any moral 
excuse to call upon the public to contribute surcharge funds 
to any carriers able to meet their obligations.” 

The petitioners further assert that neither the record nor 
existing conditions justify the Commission in giving the rail- 
roads an invitation to file tariffs increasing their freight rates, 
at the present time. They refer to the finding of the Com- 
mission allowing the carriers to file tariffs in the usual way 
proposing such readjustments in their rates in the light of the 
impending discontinuance of the surcharges, as they feel they 
can justify. 

“This is an invitation to the carriers to file tariffs at once 
embodying the so-called surcharges in their general rate struc- 
ture and the record will show that that is what the carriers 
contended for in the last hearing on the propriety of continuing 
the surcharge,” say the petitioners. 

It is asserted that coal pays more than 20 per cent of the 
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surcharge and on no railroad on which coal is the predominat- 
ing traflic was there an operating deficit in 1932. It is further 
asserted that the bituminous coal and forest products industries 
are burdened with transportation charges that are now wreck- 
jng them as well as the railroads. 

“Another serious factor is that some railroads will quite 
likely not attempt to increase their rates in the amount of 
the surcharge, but will allow it to expire September 30, while 
other railroads will attempt to increase their basic rates in 
the amount of the surcharge with no expiration date, hence the 
whole structure will be disrupted and the Commission will have 
jnnumerable cases before it growing out of the different action 
taken by the different railroads.” 

Another contention is that the Commission should not 
authorize a continuance of the surcharges on interstate traffic 
when it is apparent that various state regulatory bodies will 
not authorize its continuance on intrastate traffic. The peti- 
tioners say they are informed and believe that various of the 
state commissions will not authorize continuance. They say 
tliat the Texas, Ohio, Wisconsin and South Dakota commissions 
have denied petitions of carriers to continue the surcharges. 

The assertion is also made that the continuance of the 
surcharges results in illegal and unlawful rates, and that advice 
has been given by counsel to numerous shippers to pay the 
surcharges under protest, with a view to filing of suits or 
complaints to recover the same. 

There is talk among coal mine operators about a suit or 
suits to test the legality of the surcharges, which, under the 
recent decision of the Commission, in Fifteen Per Cent Case, 
1931, are to be continued for six months after March 31. The 
National Coal Association, in which a large part of the bitu- 
minous tonnage produced in the United States is represented, 
has advised the payment of the surcharges under protest so 
as to advise the railroads collecting them ‘that their legality 
may be tested in the courts. In a bulletin to its members the 
association said: 

There is considerable doubt as to whether or not the collection 
of the so-called surcharges on coal and other commodities by the 
railroads is, in fact, legal. The legality was questioned by some of 
the commissioners themselves in their dissenting opinion in the 
Commission’s recent decision extending the surcharges for a period 
of six months after March 31. The Commission has not found that 
the rates which result from the application of the surcharge are, in 
fact, “reasonable” rates; hence there is doubt as to the legality of 
the so-called surcharge, which is somewhat in the nature of a 
penalty. Therefore, it is suggested that every coal producer that 
pays freight to the railroads on which this surcharge is assessed 
should immediately notify the executive officers of the carriers that 
henceforth the surcharge is paid under protest. Further, the public 
service commission of the state in which the surcharge is paid or 
accrues should be notified at once that it is being paid under pro- 
test. Shippers of coal should notify their customers to take like 
action because there will undoubtedly be test cases as to the assess- 
ment and collection of these surcharges, and it is essential that 
proper notice be given to the carriers in writing that the collection 
of these sums is illegal and paid under protest. 

The Commission, March 28, rejected the master tariff filed 
by the tariff publishing agents continuing the surcharges from 
March 31 for a period of six months because it contained what 
the Commission’s tariff men deemed an error that could not 
be overlooked. The master tariff carried an exception intended 
to show that but one surcharge of 6 cents a ton would be im- 
posed on lake cargo coal. The tariff men ruled that that ex- 
ception should be attached to the supplement providing rates 
on coal carried from the upper lake docks instead of to the 
master tariff. The correction, it was understood from what 
the tariff publishing agents said over the telephone, could be 
made in one day. 


SUSPENDED TARIFFS 

In I. and S. No. 3869, the Commission has suspended from 
March 25 until October 25, schedules in supplement No. 8 to 
F, L. Speiden’s I. C. C. No. 1582. The suspended schedules pro- 
pose to cancel a rate of 201% cents a 100 pounds on cement, in 
carloads, from Kenova, W. Va., to Washington, D. C., as pub- 
lished in the above named tariff, and apply in lieu thereof a 
rate of 22 cents a 100 pounds as named in B. T. Jones’ I. C. C. 
No, 2534. 


HITS AT MINIMUM RATE POWER 


Representative Glover, of Arkansas, has introduced H. R. 
4232, a bill providing that the Commission shall fix by order 
the maximum rate to be charged by railroads, express com- 
panies and other common carriers for hire when “said ship- 
ment is an interstate shipment, and said Commission is hereby 
prohibited from fixing the minimum rate that may be charged 
by them or either of them as common carriers of interstate 
commerce for hire.” 

It is declared in the bill that the regulations and penalties 
imposed by the Commission under its power to prescribe maxi- 
mum and minimum rates have prevented competition between 
carriers to the great detriment of the carriers and the public. 
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THE RAILROAD PROBLEM 


The Trafic World Washington Bureau 


President Roosevelt let it be known March 29 what was 
being proposed, in a general way, with respect to the railroad 
situation. 

The proposed plan for dealing with the railroads contem- 
plates the enactment of legislation, which may be ready for 
introduction next week, providing for the appointment of a 
federal railroad coordinator and regional coordinators who 
would deal with service and operating problems. Details have 
yet to be worked out, 

The coordinators would be federal officials and the expense 
of maintaining them would be charged to the railroads and 
not to the government. This idea is taken from the plan in 
operation in the state of New York where the banks and the 
insurance companies meet the costs of maintaining the bank- 
ing and insurance departments of the state government. The 
President feels a similar plan could be worked out with respect 
to the proposed coordinators and the railroads. 

It is not the intention that the coordinator scheme should 
be an expensive operation. 

It was revealed that there was no idea of the coordinators 
interfering with the Commission and that there was no thought 
of suspending functions of the Commission in connection there- 
with. 

An authoritative statement also was obtained to the effect 
that under the government reorganization plan, the Commis- 
sion would not be abolished. 

President Roosevelt hopes later to bring all transportation 
services under government supervision as he has indicated here- 
tofore. 

Whether the chief federal coordinator would be a rail- 
road man had not been determined March 29, it was said. The 
names of Carl R. Gray, president of the Union Pacific; Walker 
D. Hines, formerly director general of railroads, and Commis- 
sioner Joseph B. Eastman have been mentioned for the position. 

One of the duties of the coordinators would be to eliminate 
duplications. This phase of the matter was not elaborated upon 
at the White House but, from those who have been studying 
the situation for the President, it was learned that elimination 
of duplication meant operation of the railroads so as to achieve 
all possible economies by the abolition of duplicate train service 
on parallel and competing lines, the abolition of free acces- 
sorial services, and the placing of compensatory charges on 
accessorial services that may be maintained. 

The broad theory of the plan is that the railroads them- 
selves, with the aid of a coordinator endowed with govern- 
mental powers, will be able to increase their revenues and re- 
duce their expenses in such amounts as will improve their 
financial condition materially. The federal coordinator would 
have the power, it is proposed, to set aside the Clayton anti- 
trust law or any other part of anti-trust statutes that might 
be claimed to prevent the coordination of services deemed neces- 
sary to achieve savings and increases in revenues. Railroads, 
it is pointed out, in certain instances have themselves wished 
to take action that they believed would result in improved con- 
ditions, but have not acted because of legal restraints which 
the coordinator, under the proposed plan, would have power to 
remove. 

It is further proposed that the coordinator shall have power 
to require railroads to participate in measures for the saving 
of money and increase in revenue. This power would be given 
to the coordinator to the end that he might “bring into line” 
objecting carriers. Primarily, however, the coordinator, it is 
said, would be expected to persuade the big majority of rail- 
roads in any given area to agree on plans for economical opera- 
tion. 

The plan as drawn up, it is understood, would preserve the 
rights of shippers by providing for appeal from the coordinator 
to the Commission. It was also, in the plan as drawn up, pro- 
vided that the Commission should have the power of suspending 
an order of the coordinator pending investigation. The thought 
was, however, that that power would be rarely, if ever, exer- 
cised. 

The plan, it is further understood, contemplates a pooling 
arrangement whereby revenue resulting from combined serv- 
ices could be used for compensation of those carriers and em- 
ployes suffering losses by reason of the unification of services, 
during operation under the coordinator plan. The plan, it is 
understood, will be put forward as an emergency measure and 
is not intended to be used permanently. 

Reorganization of railroads under the new bankruptcy law 
and consolidation of railroads, it is understood, are not to be 
dealt with under the coordinator plan. The plan is intended 
to be confined to the field of railroad operation and service. 
There is no intention, it is said, to have the government assume 
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financial obligations of the railroads under the plan. The 
thought is that the cost to the government will be small and 
likewise that the cost to the railroads will not be great. 

No part of the suggestion relating to the coordinator scheme, 
it was said, had application to the railroad grouping plan put 
forward by Frederick H. Prince, of Boston. What might come 
from that plan was not clear though it appeared to be the case 
that that sort of proposal had been sidetracked at least for the 
time being. The Prince plan was understood to have contem- 
plated the grouping of the railroads of the country into a few 
systems by means of a leasing scheme. 

Mr. Prince conferred with the President at the White House 
March 28. Donald R. Richberg, counsel for the railroad labor 
organizations, called at the White House March 26 and an- 
nounced that the rail labor executives would meet to consider 
the railroad situation. 

The so-called Prince plan, as presented in the conferences 
of advisers to the President, is said to have been weak in that 
it made no provision for the money that would be needed to 
bring about a consolidation by means of lease, either to one 
company or to four or to seven. It was pointed out that owners 
of railroads could not be expected to give over possession of 
them, even for a very limited period, unless provision were made 
for reimbursement. It was pointed out that one of the objects 
of the plan was to do away with unprofitable routes. That, it 
was further suggested, could not be done without abandoning 
use of some lines so that when the lease terminated, the owner 
would have a roadbed, ties and rails but no business. The 
plan, it was understood, did not provide for any money other 
than from the federal treasury. On that phase there were no 
definite estimates. 

Carl R. Gray, F. E. Williamson and J. J. Pelley, members 
of the contact committee between the railroads and the White 
House returned to Washington from the meeting in Chicago 
of the railroads, They were in conference after their return 
and were believed to be canvassing the whole situation. 

President Roosevelt is scheduled to confer April 1 with a 
number of persons representing the railroads, organized railroad 
labor and other interests. It is expected that by that time the 
proposed coordinator plan will be in definite form. 

It is understood that the plan contemplates the coordinator 
making recommendations for permanent application, this phase 
of his activity to grow out of the experience obtained as co- 
ordinator. It is understood that, when the condition of the rail- 
roads has improved, the coordinator system will be abandoned, 
but the thought is that the coordinator should submit recom- 
mendations for further dealing with the problem. 

Railroad and allied interests that were apprehensive as to 
what might come from proposals to regroup the railroads on a 
wholesale basis were understood to be pleased over the indica- 
tions that the action to be taken for the time being, at least, 
was to be on the basis of, the coordinator plan. 

The thought is that the regional coordinators will be rail- 
_— eo whether or not the chief coordinator is a railroad 
official. 

In the preparation of the plan Secretary Roper, of the De- 
partment of Commerce, has been assisted materially by Com- 
missioner Eastman, Dr. Walter M. W. Splawn, special counsel 
of the House committee on interstate and foreign commerce; 
Professor A. A. Berle, of Columbia University, one of the Presi- 
dent’s economic advisers, and A. Lane Cricher, chief of the 
transportation division of the Department of Commerce. 

Any plans for application to the railroad industry to effect 
economies that will cause further unemployment will be fought 
by organized railroad labor, according to a statement issued 
by the Railway Labor Executives’ Association after a meeting 
March 30. It was asserted orally that, if the President’s plan 
for dealing with the railroads meant reduced employment of 
railroad labor, it would be opposed. 

The declaration was made in the prepared statement that 
the railroads gave an example of the failure and incapacity of 
private ownership of an essential industry and that the peop'e 
would not tolerate a private monopoly of railroad transporta- 
tion under any dictatorship subservient to Wall Street bankers. 

The rail labor leaders asserted that, if the days of compe- 
tition were ended, then the only monopoly contro] that the peo- 
ple —e tolerate was actual and direct control by the govern- 
ment. 

The statement issued by the Railway Labor Executives’ 
Association, A. F. Whitney, chairman, follows: 


The organized railway employes announce their unyielding oppo- 
sition to every program for increasing unemployment and destroying 
purchasing power by either reducing work or cutting wages. This is 
no time for the government, or the railroads or private industries to 
add more thousands of men to the bread lines and to deprive de- 
pendent women and children of their sole support. Every measure 
of so-called “‘econs»my” which reduces the total income of the wage 
earners brings nearer the day when millions of dispossessed, desti- 
tute and desperate people will be goaded into seizing the food, cloth- 
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ing and shelter to which they have a right by the supreme law of 
self-preservation. 

No government or private employer has the right today to take 
away jobs or wages necessary to keep human beings alive and healthy 
without accepting responsibility for supplying a new means of sup- 
port. No man who has more than he needs has a right today to 
hoard his surplus while millions are in want. The government should 
borrow from those who will lend, and take from those who will not 
lend, all the money necessary to put millions of men to work nov, 
ae be done with vacillation and delay and do this first thing 

rst. 

The government which will not put the need for spending money 
to provide more work and more wages ahead of any demand for 
saving money by reducing work and wages, cannot endure. The 
owners of industry who will not do likewise cannot remain trustees 
of the common wealth. The millions of the unemployed, and those 
still employed on part time and miserable wages, have been patient 
long enough. It is time to stop asking for relief. It is time to de- 
mand action from those who have the power to act. If that demand 
is not met, the power of action must be transferred to those who wil] 
use it for the common good, 

When the owners of private property are incapable of providing 
workers with work or consumers with necessary goods and services 
there is no choice left to a government for the people except to take 
over property and operate it for the benefit of all. The railroads to- 
day give an example of the failure and incapacity of private owner- 
ship of an essential industry. Railroad owners are now proposing 
to deprive thousands of communities of service, to deprive several 
hundred thousand workers of work and wages, to destroy billions of 
dollars in property values in order that they may make unjust profits 
out of a consolidated monopoly of main line railroads. The people 
of the United States will not tolerate a private monopoly of railroad 
transportation under any dictatorship subservient to Wall Street 
bankers. If the days of competition are ended then the only monopoly 
control which the people will tolerate is actual and direct control by 
the government. 


Reports that the President had selected Commissioner East- 
man as the federal railroad co-ordinator could not be confirmed. 
It was stated authoritatively the day before the reports were 
circulated that no selection had been made, and there was no 
further information on the subject at the White House, Com- 
missioner Eastman said March 30 in answer to an inquiry that 
he had not been offered the place. 

Delay in Legislation 


Pending announcement of President Roosevelt’s program 
for dealing with the transportation situation, the congressional 
committees dealing with that subject probably will mark time. 

The House committee on interstate and foreign commerce 
has acted favorably on the bills providing for a new rule of 
rate-making, repeal of recapture of excess earnings, a modifi- 
eation of the railroad valuation program and increased Conm- 
mission control in the field of railroad unifications and consoli- 
dations but action in the House on these measures may be de- 
ferred for the time being. President Roosevelt, conversant with 
the fact that these measures were recommended by the Com- 
mission, has let it be known he favors their enactment into law. 

It was expected that the House committee on interstate and 
foreign commerce would wait a few days before taking up the 
motor vehicle regulation question. There was talk that there 
might be: evolved an omnibus bill containing the two bills 
already reported by the House committee, provisions for motor 
vehicle regulation and other provisions that the President might 
recommend. It was due to the possibility that such a bill might 
be prepared, after the President had made known his recom- 
mendations, that led to the belief that further action in Con- 
gress might be temporarily deferred. 

Representative Huddleston, of Alabama, and Representa- 
tive McClintic, of Oklahoma, have introduced motor vehicle reg- 
ulation bills, H. R. 4104 and H. R. 4119, respectively. 

Chairman Dill, of the Senate interstate commerce commit- 
tee, has introduced in the Senate the Rayburn 15a and 19a, and 
holding Company bills (S. 843 and S. 844) and plans to hold 
hearings before the committee at least on the holding company 
bill. The hearings may be begun next week. Chairman Dill 
said he thought these bills and other transportation measures 
would be included in an omnibus bill. 

Chairman Rayburn, of the House committee on interstate 
and foreign commerce, has introduced H. R. 4222, which is the 
revised holding company bill approved by the committee. 

Chairman Rayburn, of the House committee on interstate and 
foreign commerce, has favorably reported to the House for 
passage H. R. 3754, a bill to amend sections 15a and 19a of the 
interstate commerce act, and H. R. 4222, a bill to amend sec- 
tion 5 of the interstate commerce act relating to the consolida- 
tion and acquisition of control of carriers by railroad. This 
action places these measures again on the House calendar as 
they were at the last session of Congress, under new numbers. 

It was regarded as a possibility that, due to the fact that 
hearings were planned on the proposed legislation regulating 
motor vehicles, the motor vehicle legislation would not be in- 
corporated in the omnibus transportation bill that was talked 
of. It was thought that the rate-making, valuation, consolida- 
tion and holding company bills reported by Chairman Ray- 
burn might be incorporated in a bill with provisions to give 
effect to what the President might recommend with respect to 
the railroad situation. 
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april 1, 1933 


NATIONAL TRANSPORTATION 
COMMITTEE 


(By R. V. Taylor, Mobile, Ala., formerly a member of the Interstate 
Commerce Commission.) 

This committee “was composed of Calvin Coolidge, chairman, 
Bernard M. Baruch, vice-chairman, former Governor Alfred E. 
Smith, Alexander Legge, and Clark Howell.” It was organized 
“at the request of certain business associations, savings banks, 
insurance companies, and fiduciary and philanthropic institu- 
tions interested in railroad securities,” and it was asked to 
“recommend a solution which with due regard for the public 
interest will insure an opportunity for the railroads of this coun- 
try to be put upon a business basis so that neither now nor in 
the future will they constitute a present threat to the invested 
savings of our citizens, to loss of employment to our wage earn- 
ers, and to the stability of the insurance companies and savings 
panks; and so that the present burden on the federal treasury 
and the American taxpayer may be in a fair measure removed.” 

The greatness of the names constituting this committee 
and the supreme importance of the task which was allotted to 
them made everyone interested in the welfare of his country 
await its conclusions with the greatest expectancy. Its report 
was published February 13, 1933, and its most kindly critic can- 
not say more than that it failed to recommend an adequate and 
immediate remedy for the evils it was created to cure. No 
petter proof of this need be sought than that its pronouncements 
have done nothing whatever toward removing the present threat 
to invested savings, to the loss of employment, to increasing the 
stability of insurance companies and savings banks, or relief to 
the present burden on the federal treasury and the American 
taxpayer. On the contrary, the effect of the disappointment over 
the report was to accentuate the bad conditions it was attempt- 
ing to remove. 

' While many of its suggestions are sound, as subjects for 
further academic discussion, it fails to formulate any plan for 
immediate relief of the railroads and makes the following funda- 
mental mistake: 

Beginning at the end of page 24, the report says: 


While part of our transport difficulties are, like other troubles, no 
more than reflections of depression, continued traffic stagnation has 
uncovered organic difficulties. It by no means follows, however, 
that this condition was either caused, or can be cured by government. 


To be in accord with the facts, this sentence should have 
read: 


Our transport difficulties are not like other troubles, the reflection 
of depression, they having been the originating cause of the fall in 
value of the products of all agriculture, all industry and all com- 
merce. It is also certain that this condition has resulted from an 
act of government and that it can be cured in no other way. 


The following are incontrovertible facts: 


First: Soon after the government assumed control of the railroads, 
January 1, 1918, through its duly authorized agent, Director-General 
of Railroads McAdoo, it raised the pay of railroad employes one 
thousand million dollars annually. 

Second: The government’s agent, Director-General McAdoo, 
through his General Order No. 28, and the government’s agent, the 
Interstate Commerce Commission, by ex parte No. 74, raised the rates 
charged by the carriers for transportation services sufficient to pro- 
vide the funds necessary to pay these additional wages imposed on 
the carriers. 

_ Third: Mainly by successive acts of government, through com- 
missions, state and federal, the revenue provided by the government 
to meet the additional financial burdens placed on the carriers was 
reduced approximately nine hundred million dollars annually. 

As federal manager of a small group of railroads, I had 
direct information with respect to these increases in pay for 
labor and, as an interstate commerce commissioner, was famil- 
iar with the depletion in the revenues of the carriers resulting 
from freight rate reductions and reparation claims—an experi- 
ence possessed by no other person with whom I am acquainted. 

These successive acts of government imperiled, if it did 
not destroy, the value of between twenty and thirty billions 
of railroad stocks and bonds, an amount more than twice greater 
than all the gold money in the world, and was the direct cause 
of throwing millions of persons out of work, dragging cotton 
and wheat down to the lowest value since the days of Queen 
Elizabeth, and practically all other commodities to a like low 
level. This created an appetite for destruction, which grew 
with what it fed on and added to the losses which the carriers 
were forced to bear by rate decreases, by a reduction in the 
volume of their freight tonnage, amounting, in the aggregate, 
to one hundred billion ton-miles annually. An indirect result 
of these millions of people thrown out of work was to deprive 
them and their dependents of the means to travel on railroad 
passenger trains, further decreasing this class of railroad rev- 
enue. As the cost of handling the passenger traffic of a rail- 


road absorbs the revenue therefrom, this loss can be at least 
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More nearly offset by a reduction in train service than with 
freight until a relief from the depression restores the volume 
of passenger travel. 

This was all caused by acts of government and it can be 
cured in no other way. If at any time since January 1, 1930, 
the government had reversed its act—either as to its increase of 
a thousand million dollars annually in the pay of labor, by reduc- 
ing wages to the scale existing prior to government control (a 
practical impossibility), or by restoring the freight rate reduc- 
tions of nine hundred million dollars annually which the govern- 
ment had made in ten years (easy of accomplishment)—the 
solvency of the railroads would have been restored and the 
depression would have been at an end. There is now no other 
way out. 

If our great President will ask Congress to give him the same 
power to be exercised in his war with depression that it gave 
to President Wilson, in the world war, and, just as Director- 
General McAdoo issued his Order No. 28, increasing rates 
twenty-five per cent to help provide the money for increased 
wages, he will issue a similar order restoring freight rate reduc- 
tions referred to, which can only be done by a horizontal ad- 
vance of twenty per cent in all freight rates, the forces of de- 
pression will be vanquished. They can be whipped in no other 
way. 

No one need fear that such an order as this will materially 
reduce the volume of the freight traffic of the railroads or in 
any way interfere with the orderly progress of business, because 
by accoraplishing the purposes for which “The National Trans- 
portation Committee” was created, the depression will be cured, 
and much of the freight traffic which it has destroyed will be 
revived. As to business, the restoration of twenty per cent of 
the freight rates on all stocks of goods on hand will be a fillip 
to profits helping to lift many commercial enterprises out of 
the red. 

In a supplemental report, Governor Alfred E. Smith, with 
his usual accuracy, makes the following statement: 


_ As to the subject of competition by air, water, pipe and highway 
lines I believe that the effect of competition of these lines upon the 
railroads has been exaggerated. 


The truth of this statement is illustrated by the fact that 
the Inland Waterways Corporation, when handling its greatest 
tonnage, carried only one-tenth of one per cent of the total 
transported by rail carriers. The~ trucks in 1929 were esti- 
mated to have transported five and a half per cent of the total, 
much of which was created by the trucks and not diverted from 
the rail carriers. The tonnage at present diverted to the trucks 
is not likely to be more in volume than six or seven per cent 
of the total of 1929. 

And, again, Governor Smith says: 


__In a number of cases, buses and trucks have actually relieved the 
railroads of the burden of short hauls. This is very true. Traftic— 
both passenger and freight—in small volume for short distances, as 
a rule does not cover the cost of oes and starting trains. Gov- 
ernor Smith also says: ‘‘Trucks and buses are already substantially 
taxed through license, gasoline and oil taxes.’’ 


A statement by T. P. Henry, president, Automobile Associa- 
tion, published in The Traffic World of August 13, 1932, shows 
these taxes to have been, 1921-1931, $7,600,000,000. 

These references furnish further emphasis for the state- 
ment that the rail carriers should look for relief, not by running 
the boats off the waters or the trucks from the hard-surfaced 
roads, but by a restoration of the revenues, of which they have 
been deprived by reduction in their freight rates. 

Often, in rural communities, dramas are placed on the stage 
by home talent. When this occurs there is usually competition 
as to who shall be the lover, and a corresponding avoidance of 
the part of the villain. In the great tragedy of the railroads 
which has been acted in the last decade, the part whose lines 
have spoken of increasing wages and reducing rates, has been 
eagerly sought by all applicants for popular favor, while that 
which tells of reducing wages or restoring rates can find no one 
to speak its lines. And yet if no one can be found to act the 
part of the villain, the play cannot go on. 

For more than three years I have endeavored to accom- 
plish the cure of the depression’ by the restoration of the freight 
rates. My auditors have been cold and unresponsive, but at lust 
many of them are beginning to listen at least with credulity 
to what I have to say on the theme that the depression cannot 
be cured until the railroads are taken out of the red, and this 
cannot be accomplished until] the freight rates are restored. 

A prominent manufacturer of Louisville, Kentucky, hag re- 
cently written me: 


I would be perfectly willing to try your plan and give the railroads 
a twenty per cent blanket increase for three months, provided they 
and the Commission would agree that if, at the end of three months, 
prosperity had not returned, they would then give us a blanket reduc- 
tion of twenty per cent of their present rates to apply on everything 





PAGE 640 





except where they had made specific reduction in recent months, 
I would be willing to hold out for three months under your plan. 


This, I believe, would be fair enough if the test period was 
increased to four months. 

If the planters of cotton, wheat, and all other products of 
agriculture, as well as of industry, the army of the unemployed 
and the owners of twenty-odd billions of railroad securities, 
knew the facts bearing on the tragedy of the railroads as well 
as I think I know them, and that their selvation absolutely 
depends on the railroads being returned to a sound financial 
basis, they would abandon the position of even acquiescence 
to assume one of militant demand that the freight rate reduc- 
tions imposed by the government, as well as those made by timid 
and poorly informed traffic managers, which have brought about 
this ruin, be restored. 


MOULTON ON TRANSPORT 


That “the United States does not have a national transporta- 
tion system or a national transportation policy,’ was the con- 
clusion reached by Harold G. Moulton, president of the Brook- 
ings Institution, in a radio address the night of March 25 on 
“The American Transportation Problem.” He said the various 
types of transportation agencies had developed in haphazard 
fashion and were regulated in the light of no consistent prin- 
ciples, with the result that “we have a great excess of trans- 
portation capacity and unnecessarily high transportation 
charges.” 

Mr. Moulton, whose comprehensive investigation, conducted 
under the auspices of the National Transportation Committee, 
was recently published, asserted that the various federal agencies 
concerned with transportation were scattered through many 
departments of government and that regulation was thus unco- 
ordinated and often conflicting in purpose. He stressed the 
need of a unification of all regulatory agencies under the Inter- 
state Commerce Commission if a consistent national policy was 
to be established. 

The basic problem of national policy in connection with 
transportation, he stated, was “to place all transportation 
agencies on a plane of economic equality in order that we may 
make certain that traffic will be automatically moved over that 
agency which can render service at lowest cost.” Mr. Moulton 
pointed out that if any particular type of transportation agency 
were given special advantages, in the form of exemption from 
taxation or subsidies from the government treasury, traffic 
might thereby be diverted to the less economical type of trans- 
portation agency. He emphasized that when subsidies were 
granted to any form of transportation “We do not thereafter 
know whether traffic is in fact actually moving by the cheapest 
method of transport. This is because some of the costs are 
buried in the general accounts of the government.” 

Mr. Moulton stated that the conflicting policies of the gov- 
ernment with réference to transportation were largely the result 
of a “persistent fear of railroad monopoly.” He concluded that 
“since our capacity to protect the public interest through 
regulation of large transportation companies has been demon- 
strated in practice,” there was no longer any need for the sub- 
sidizing of competing forms of transportation for regulatory 
purposes. “Every form of transportation,” he asserted, “should 
stand on its own feet, with competition in a free field deciding 
the issue of survival.” 

This radio presentation was the eighteenth in the weekly 
series of Brookings Institution programs sponsored by the Na- 
tional Advisory Council on Radio in Education. The program 
was delivered over a nation-wide network of the National Broad- 
casting Company. 


BOOTLEG OIL TRANSPORTATION 
The Trafic World Washington Bureau 


Representatives of the petroleum industry participating in 
the conference held by Secretary Ickes of the Department of 
the Interior on March 27 and the two days following with a 
view to preventing disastrous overproduction of petroleum pro- 
posed among other things, the enactment of legislation forbid- 
ding interstate transportation of any oil or the products thereof 
produced or manufactured in any state in violation of the laws 
thereof, called bootleg oil in the petroleum industry under ade- 
quate penalties for violations of the proposed law. They also 
proposed strict enforcement of the federal gasoline tax and 
pipe line tax and the collection of data as to consignors, con- 
signees, destinations and quantities of petroleum and products 
shipped. (See Traffic World March 25, p. 579.) 

These things were proposed as part of the methods to be 
used in holding production of crude petroleum to 2,000,000 bar- 
rels a day in an effort to balance production with consumption 
by means of legislation by states intended to regulate produc- 
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tion so as: to achieve that balancing, “to meet the existing 
emergency.” 

The plan to restrict production to the amount mentioneq 
is set forth in recommendations made to Secretary Ickes by 
committees representing three interested groups. The groups 
are the governors of oil producing states; oil and gas associa. 
tions representing “independent producers of oil and gas”; and 
the “major oil and gas producing and importing companies,” 
The recommendations proposing the use by Congress of its 
power under the commerce clause of the Constitution, follow: 


That the President of the United States be requested immediately 
to recommend to Congress the adoption of a law prohibiting the trans. 
portation in interstate and foreign commerce of any oil or the prod- 
ucts thereof produced or manufactured in any state in violation of 
the laws thereof, and providing adequate penalties for violations of 
the said law. 

That the President of the United States be requested (a) to re. 
quire strict enforcement of the federal gasoline tax and pipe line tax 
and vigorous prosecution of evaders thereof, so long as the Said taxes 
remain in effect, and (b) to instruct the Bureau of Internal Revenue 
to ascertain, at the time of collecting the tax, the consignor, con- 
signee, destination and quantity being shipped by each refinery, and 
(c) to instruct the said bureau to transmit the said information to 
the tax collecting authorities of those states into which the gasoline 
is to be moved. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 18 totaled 
449,712 cars, according to the car service division of the Amer. 
ican Railway Association. This was an increase of 11,899 cars 
above the preceding week, but a reduction of 135,047 cars under 
the same week in 1932 and 291,541 cars under the same week 
in 1931. 

Miscellaneous freight loading the week ended March 18 
totaled 149,362 cars, an increase of 9,945 cars above the pre- 
ceding week; loading of merchandise less than carload lot 
freight totaled 152,825 cars, a decrease of 1,598 cars under the 
preceding week; grain and grain products loading totaled 26,664 
cars, 8,537 cars above the preceding week; forest products load- 
ing totaled 14,337 cars, 1,075 cars above the preceding week; 
ore loading amounted to 2,480 cars, an increase of 690 cars 
above the week before; coal loading amounted to 87,463 cars, 
a decrease of 7,858 cars below the preceding week; coke load- 
ing amounted to 4,294 cars, 378 cars below the preceding week, 
and live stock loading amounted to 12,287 cars, an increase of 
1,486 cars above the preceding week. 

Revenue freight loading by districts the week ended March 
18 as compared with the loading in the corresponding period 
of 1932 was reported as follows: 


Eastern district: Grain and grain protects, 4,976 and 5,286; live 
stock, 1,153 and 1,467; coal, 22,094 and 32,257; coke, 2,030 and <n 
forest products, 973 and 1585; ore, 363 and 356; merchandise, L. L., 
40,280 and 49,461; miscellaneous, 31, 745 and 44,907; total, 1933, 103: 614: 
1932, 138,138; 1931, 167,804. 

‘Allegheny district: Grain and grain products, 2,354 and 2,868; 
live stock, 823 and 1,300; coal, 22,480 and 32,117; coke, 1, 351 and 2 622; 
forest products, 709 and 1,017; ore, 92 and 260; merchandise, L. Cc. L., 
30,600 and 38,958; miscellaneous, 25,410 and 37, 492; total, 1933, 83,819; 
1932, 116,634; 193i, 151,754. 

Pocahontas district: Grain and grain products, 229 and 282; live 
stock, 33 and 43; coal, 22,340 and 28,804; coke, 135 and a forest 
products, 380 and 592; ore, 27 and 38; merchandise, pr oe oe 4,654 and 
Ng —e— "3,969 and 4,476; total, 1933, 31,767; 1932, 39,764) 

Southern district: Grain and grain products, 2,561 and 2,682; live 
stock, 707 and 810; coal, 9,854 and 17,615; coke, 201 and 274; forest 
products, 4,508 and 6,562; ore, 119 and 398; merchandise, rg 
26,430 and 32, 302; miscellaneous, 29,026 and 29, 256; total, 1933, 73, 406° 
1932, 89,899; 1931, 122,785. 

Northwestern district: Grain and grain products, 5,860 and 6,698; 
live stock, 3,383 and 4,401; coal, 4,082 and 7,038; coke, 439 and "716: 
alg products, 4,272 and 4, 900; ore, 267 and 166; merchandise, lL. C. 

, 17,517 and 21, 621; miscellaneous, 16,169 and 21, 367; total, 1933, 51,989; 
1983, 66, 907; 1931, 86, 392. 

Central western district: Grain and grain products, 7,028 and 
8,618; live stock, 5,043 and 6,557; coal, 4,638 and 9,047; coke, 77 and 113; 
forest products, 1,922 and 3,159: ore, 1,501 and 1,839: merchandise, 
ce €o. Bite ,511 and 25,844; miscellaneous, 23,717 and 30,113; total, 
1933, 65, 437; 1932, 85,290; 1931, 107,987. 

Southwestern district: Grain and grain products, 3,656 and 3,456; 
live stock, 1,145 and 1,605; coal, 1,975 and 4,195; coke, 61 and 76; 
rest products, th eae: and 2,492; ore, -—" ty 210; merchandise, L. C. 

* an miscellaneous, 6 and 22,3 
39,680; 1932, 48,127; 1931, 62,343. si total, — 

Total, all roads. Grain ‘and grain products, 26,664 and ‘29,890; live 
stock, 12, 287 and 16,183; coal, 87,463 and 131,073; coke, 4,294 and 6 ,839; 
forest products, 14, .337 ‘and, 20, 307; Kd 2,480 and | x 267; merchandise, 

‘ 5 an ; miscellaneous, 149,362 ‘and 190,00 al, 
1933, 449,712; 19382, 584, 759; 1931, 741,253. 7 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 
Four weeks in January..........0... 1,910,496 2,266,771 2,873,211 
Four weeks in February............. ,957,981 2,243,221 2,834,119 
Week ended March 4.........ce.eee 477,827 559,479 723,215 
Week ended March 11............... 437,813 575,481 733,580 
Week ended March 18............... 449,712 584,759 741,253 
REE. 16 4:0105:8996 DOs suse reuNae anaes 5,'233,829 6,229,711 7,905,378 
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FREIGHT RATE REDUCTION 


The Traffic World Washington Bureau 


Freight rates in the United States are higher than the traffic 
will bear and must come down substantially, according to state- 
ments made to the Commission at the opening argument in Ex 
parte No. 110, petition for general reduction of freight rates on 
pasic commodities, in which the Commission is to determine 
whether it will institute a rate reduction investigation. The 
argument of spokesmen for shippers and railroads was heard 
March 24 and 25. 

At the morning session of March 24 statements were made 
py the following in support of the petition: E. A. O’Neal, Amer- 
ican Farm Bureau Federation; J. A. Simpson, National Farmers’ 
Union; Fred Brenckman, National Grange; Harold L. Gray, 
Grain and Feed Dealers’ National Association; F. E. Mollin, the 
American National Live Stock Association; C. B. Huntress, Na- 
tional Coal Association; Wilson Compton, National Lumber Man- 
ufacturers’ Association, who also submitted a statement for 
H. N. Proebstel, of the West Coast Lumbermen’s Association; 
F. K. Weyerhaeuser, representing Weyerhaeuser mills in Minne- 
gota, Iaaho, Oregon and Washington; A. G. T. Moore, Southern 
Pine Association; H. L. Bode, South Dakota commission, and 
w. W. Schupner, National American Wholesale Lumber Asso- 
ciation. ; 

These spokesmen for agricultural, coal and lumber interests 
predicated their appeals for lower rates on the disparity be- 
tween the prices received for commodities and existing freight 
rates on those commodities, and contended that, due to high 
rates, markets had been and were being dried up. They in- 
sisted that things could not go on very much longer as they 
were now. Mr. Weyerhaeuser made a typical statement when 
he said: 

Why should freight rates of western railroads be 48 per cent 
above pre-war while the prices of commodities generally are at, or 
below, pre-war levels. Something must be done to wipe out the wide 
spread between transportation charges and prices of the articles 
shipped by rail. Recent events have brought us to the realization 
of acute danger. The bank holiday was the most drastic step ever 
taken by this government. The placing of absolute power in the 
hands of the President to adjust wages of federal employes, reduce 
pensions, and revise and consolidate governmental bureaus and 
eliminate many of their activities, is a frank admission by Congress 
that it could not balance the budget or relieve the taxpayer from 
excessive burdens. These are straws indicating the way wind is 
blowing. They indicate very clearly that transportation charges 
must come down to bring about a closer relationship between freight 
charges and prices on basic commodities, such as lumber. 


Mr. Huntress quoted from President Roosevelt’s inaugural 
address wherein the President had said the country wanted 
action and asserted that he (Huntress) knew of no body to 
which such a statement should be addressed more so than to 
the Commission. Notwithstanding the contention of the rail- 
roads that the Commission was without power to act as the peti- 
tioners asked, Mr. Huntress said the Commission had power to 
act and to act promptly. He said there was no occasion for a 
long hearing—that it was questionable whether any investiga- 
tion was necessary. 

Commissioner Lee, noting Mr. Huntress’ suggestion about 
direct vigorous action, inquired as to the time that would be 
required for the presentation of testimony. The commissioner 
said he had read in The Traffic World of a witness in the grain 
case taking a week to testify. Mr. Huntress said the bituminous 
coal industry could present its case in a few hours. 

Mr. Moore said the petitioners were asking that the Com- 
mission do what it did in 1922, referring to the reduced rate 
case of that year. If the Commission would not go any further, 
he asked that it at least make a finding that the public interest 
decreed that there be a reduction in all rates. He thought the 
Commission would grant the hearing sought. He said the peti- 
tioners would endeavor to show that reductions in rates would 
result in increase in revenue for the carriers. To demonstrate 
the extent to which the southern pine interests were willing to 
submerge their interests in the interests of all shippers and 
the public, Mr. Moore said they took the position that it would 
be better to have a horizontal reduction of 20 per cent in all 
rates rather than a reduction of 50 per cent in the rates on 
southern pine alone. The position of the carriers with respect 
to rate reductions was becoming utterly intolerable, he said. 
Banks and railroads, as intermediaries of commerce, should no 
longer be permitted to throttle commerce, he asserted, and that 
the railroads could not much longer run counter to the economic 
trend. 

A point made by Mr. Compton was that the subsidizing of 
the railroads by the basic industries through the payment of 
rates higher than justified must be terminated. Existing rates 
on lumber could not be maintained, he said, or if they were, 
they would be merely paper rates as many of them in fact now 
were. The lumber industry was existing by drawing on capital 
reserves and could not long cdntinue that, it was asserted. 
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The spokesmen for the farm interests quoted prices of agri- 
cultural products and showed that while the prices for farm 
products had drastically declined, freight rates on those products 
were still around 150 per cent of pre-war levels. Mr. Brenck- 
man thought a reduction of from 25 to 33 1-3 per cent should 
be made in rates. Commissioner Eastman asked if Mr. Brenck- 
man would be prepared to show that if rates were so reduced, 
more traffic would move than under existing rates. Mr. Brenck- 
man said he had no reasonable doubt but that more traffic 
would move—he felt that more traffic would move, and that con- 
vincing statistics could be presented in support of that feeling. 

Mr. Mollin believed there should be a reduction of 25 per 
cent in rates generally. When Commissioner Eastman called 
attention to the fact that the Roosevelt farm relief bill was 
intended to raise prices of farm products, Mr. Mollin said he 
was afraid it would not increase the price of cattle. 

Argument in behalf of the petition of the so-called basic 
industries was concluded at noon March 25 with rebuttal by 
representatives of shippers. The railroad view, in opposition 
to the institution of a proceeding in accordance with the peti- 
tion, was presented by Alfred P. Thom, speaking for the Asso- 
ciation of Railway Executives, and C. A. Miller, for the Amer- 
ican Short Line Railroad Association. 

At the afternoon session of March 24 further support of the 
petition was given by John E. Benton, in behalf of state com- 
missions; V. P. Ahearn, National Sand and Gravel Association; 
R. C. Allen, Lake Superior Iron Ore Association; Arthur Hale, 
Coal Exporters’ Association; Ira C. Cochran, National Retail 
Coal Merchants’ Association, Inc.; John T. Money, Ohio clay 
products interests; C. W. Miller, Hickory Clay Products Co.; 
Willis Crane, Joint Council of the National League of Commis- 
sion Merchants of the United States and others; and C. R. 
Cunningham, American Cotton Manufacturers’ Association. 

Rebuttal arguments were made in behalf of shippers by 
C. E. Elmquist, National Lumber Manufacturers’ Association: 
Mr. Hale and J. V. Norman, West Kentucky Coal Bureau and 
cooperage interests. 

Mr. Hale, pleading for a reduction of 50 cents a ton in the 
rate on coal going into export channels, said that with such a 
cut American exporters could revive some of their Mediterranean 
trade in competition with German and British coal, the cost of 
which. at the mines, was higher than that of American coal, 
but which moved to the ports at lower freight rates than Amer- 
ican coal. He said that if given an opportunity he could show 
where the railroads would move at least 200,000 tons on a rate 
reduced 50 cents a ton and thereby help revive dormant business. 

In opposing the petition of the basic industry organizations, 
Mr. Thom said that no one could be more sympathetic than he 
on account of the distress that had fallen on the industries. 
There was no question, said he, about the conditions that ex- 
isted. The question was, he added, how to relieve the admitted 
distress. 

The representatives of the distressed industries, he said, 
had only one panacea, reduced freight rates. They wished the 
Commission to infer, he said, that there was a market for their 
commodities from which the rates excluded them. He wanted 
to know if there was a market to which commodities could be 
sent, pointing out that, according to the declarations of some 
prices were so low in some instances that. even if there were 
no freight rates to nay, some producers could not, on account of 
their costs, send their goods. One of the speakers, he said, 
had said that he could not even sell in his own market where 
the freight rates could not be a factor. 


His own sincere belief, Mr. Thom said, was that there was 
no demand, adding that the demand could not be created by a 
change in freight rates. The shipper representatives, he said, 
contended that the argument of the railroads was that the Com-. 
mission had not the power to make the desired reduction in 
rates. The railroads, he said, went beyond that. ‘They con- 
tended, he said, that even if the Commission had the power it 
would be unwise to exercise that power. The only power to 
reduce rates, he said, was found in section 15 and then only 
after a full hearing. There was nothing in the law, he added, 
about a summary proceeding, as suggested, of proceeding on 
an incomplete record. 

Answering a suggestion by Mr. Crane that the Commission 
proceed in this case as it had in Ex Parte No. 103, by having 
shippers file their views in affidavit form, Mr. Thom pointed 
out that that was not a proceeding to reduce rates. 

The railroads, according to Mr. Thom, were opposed to a 
reduction because a reduction would be a reduction in revenues 
which were already below the level contemplated by the law. 
There could be no showing, he added, that a reduction in rates 
would be anvthing other than a reduction in revenues, because, 
in his view, the traffic now moving was the irreducible minimum 
that would move anyhow. To reduce admittedlv inadequate 
revenue, Mr. Thom said, would be for the Commision to go in 
the face of every guide set for it by the Commission. 
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Unless it could be found as a fact that a larger volume of 
traffic would move under reduced rates, Mr. Thom said, there 
would be no power to make a reduction in rates. In substance, 
he said, the Commission was being asked to predict what the 
effect would be of a reduction in rates. Making predictions as 
to the effect of reduced rates, the Commission, he said, had de 
clared was within the field of railroad management and not 
within its own. 

Mr. Thom urged the Commission not to throw further doubt 
on one of the agencies, the railroads, which would be needed 
for the recovery which all hoped would come soon. 

Answering a question by Commissioner Lee as to how long 
it would take to hold a hearing on the subject, Mr. Thom said 
a very, very long time. Commissioner Aitchison wanted to 
know whether it would take as long as in Reduced Rates, 1922, 
and the answer was that it would take longer. In closing, Mr. 
Thom urged again that in the state of things now the Commis- 
sion had not the power to order a reduction in rates on account 
of the impossibility of showing that a reduction would probably 
increase revenues. 

Mr. Miller, for the short lines, said that of the membership 
of the association approximately ten per cent favored grant of 
the petition and the other ninety per cent opposed it. The short 
lines, he said, like the railroads represented by Mr. Thom, 
had the greatest sympathy for the farmers and for the de- 
pressed industries. But, he added, he had not understood that 
that sympathy should be preyed upon to the extent of the rail- 
roads agreeing to or being required to haul farm products and 
the products of industry at less than the cost of transportation. 
He upheld the idea that the Commission could not reduce 
rates now. 

“We do not believe that that sympathy calls for a complete 
scrapping of the Constitution of the United States,’ added 
Mr. Miller. “Frankly we do not propose to surrender our 
constitutional rights. So far as the farmers are concerned, if 
we are to believe what we have recently heard, their cares and 
troubles will pass from them, by means of the so-called ‘new 
deal.’ If that be true (raising of prices of farm products) 
there will be no occasion for a reduction in freight rates.” 

Notwithstanding, he said, all the things heard about what 
was going to be done with, to and for the railroads, he re- 
minded the Commission that it was still operating under the 
provisions of the interstate commerce act and that there were 
nine men at the other end of Pennsylvania avenue (Supreme 
Court of the United States) who would have something to say 
about any order the Commission might make reducing freight 
rates, however willing the authorities at the west end of Penn- 
sylvania avenue (the location of the White House and execu- 
tive departments) might be to disregard the Constitution in 
connection with the new deal. 


“We think you are being called upon to go through a wholly 
useless investigation,” said Mr. Miller. “The investigations 
conducted by the Commission in connection with the Hoch- 
Smith resolution would pale into insignificance as compared 
with the investigation which you would have to conduct here.” 

In beginning the rebuttal Mr. Elmquist said he did not 
believe the law was as stated by the representatives of the 
railroads to the effect that the Commission could not give relief 
to the shippers. Undoubtedly, he said, the Commission should 
give a hearing. Assuming that a hearing was granted, then 
he said the plan that should be followed was that used in Re- 
duced Rates, 1922, which according to Mr. Norman, lasted from 
the last week in December until about the middle or March, 
with recesses. Mr. Elmquist suggested the 1922 case as a 
model because he said that that was practically an economic 
case. Six weeks he suggested as time enough in which to 
conduct the hearing. He said those on the side with him be- 
lieved that they could show that a reduction would stimulate 
business. 

* “Something must be done,” said he, 
utilize these agencies of commerce.” 


The Commission, he said, had not been shorn of power by 
the facts in this depression. What kind and the amount of 
relief should be given, he added, was for the Commission to 
say after it had been given the facts. 

The question of the power of the Commission, Mr. Norman 
said, he supposed had been settled long ago and reiterated in 
Ex Parte No. 103. But, he added, the railroad attorneys in 
this case, as in others, paid no heed to what the Commission 
nor the court had said about that power. Always, he said, 
rates must be just and reasonable, a rule laid down years ago 
.in the Covington Turnpike Case, in which the law was laid 
down that the turnpike company could not make its rates to 
those who had to use its road high enough to give it a return 
notwithstanding the loss of business to the railroads. He 
brought forward the guides to reasonableness known as “value 
of the service” and “what the traffic will bear” as tests to be 


“to permit us to 
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applied now. His idea was that rates should be put down op 
the pre-war basis, revalue the property of the railroads as the 
market had done, and cut down their operating expenses. He 
said he knew the Commission could not do that. But, he added, 
railroad employes could not expect to be paid two or three 
times as much as other men. 

Chairman Farrell wanted to know how the Commission should 
go about finding out what the service of the railroads way 
worth or what the traffic would bear. Mr. Norman said that 
the Commission would have to hold a hearing. 

These rates must come down, said Mr. Norman, one way or 
in another. The longer the reduction was delayed, he said, the 
worse conditions would be. He disagreed with Mr. Thom that 


traffic was at the irreducible minimum, that is that what was 
now moving was that which the country could not do without. 
Undoubtedly, he suggested, the railroads a year ago would have 
said that the volume of traffic was the irreducible one. His 
suggestion was that the volume could be much less and prob- 
ably would be unless something was done about the situation, 


WESTERN CLASS RATES 


More than a score of witnesses were presented on behalf 
of the Wisconsin commission and various interests of the state 
by Phillip Porter, as counsel, this week and the end of the last 
week in the final hearing in the reopened western trunk line 
class rate case, docket 17000, part 2, before Examiners Bard- 
well and Koebel at Chicago. (See Traffic World, March 25, 
p. 584.) Approximately four days were taken by their testi- 
mony. In addition, a number of representatives of Indiana in- 
dustry (principally Terre Haute) were heard the last two days 
of last week and, following presentation of the Wisconsin case, 
C. A. Ross, rate expert, Nebraska Commission, was on the 
stand for the better part of a day. C. E. Childe, traffic com- 
missioner, Omaha Chamber of Commerce, was on the stand 
at the close of March 30. N. E. Williams, traffic commissioner, 
Fargo (N. D.) Chamber of Commerce, also introduced evidence 
supplementary to that he presented at the Bismark and A. F. 
Vandegrift, Louisville, was heard. 

With almost complete uniformity, the shipper representa- 
tives expressed themselves as opposed to return to the rate 
break principle in making rates from W. T. L. Territory to the 
east and otherwise were critical of the carrier proposal. The 
threat of highway and waterway competition was repeatedly 
advanced as reason for no increases in existing rates, and com- 
petitive relationships were treated in detail. 

The general case of the Wisconsin representatives included 
a protest against elimination of the extended zone C in Wis- 
consin, as set up in the Commission’s decision in the case, and 
expressed a willingness to accept, as reasonable maximum rates, 
the carrier’s proposal as to the adjustment between Wisconsin, 
trunk line and New England territories, with the exception that 
an objection was registered against blanketing back into Trunk 
Line Territory of. rates suggested by the Central Freight Asso- 
ciation carriers for Buffalo and Pittsburgh. 

Considerable testimony was directed against the adjust- 
ment advocated by the railroads for application to and from 
C. F. A. territory, which, in general, called for restoration of 
the rates in effect prior to the effectiveness of docket 17000, 
part 2, rates, with the rates made as combinations on the terri- 
torial gateways. Instead, it was held, the same basis as was 
proposed by the carriers for application to and from trunk 
line and New England territories should apply, namely, the 
present first class rates, subject to Official Classification, class 
percentages and exceptions, including the commodity column 
ratings. At least, according to the majority of the witnesses, 
such an adjustment would be acceptable. The same basis, it 
was stated, should also apply between Wisconsin and Illinois 
classification territory, giving a uniform basis for the rates to 
and from Wisconsin and all the territory east. 

As to rates from Wisconsin into other portions of western 
trunk line territory, the witnesses took the position that there 
should be no increases within zone 1, but had nothing to say 
as to the level of rates to territory beyond zone 1. 

Considerable time was devoted to giving a detailed account 
of Wisconsin industrial history, mainly introduced by J. H. H. 
Alexander, assistant secretary, Wisconsin Manufacturers’ Asso- 
ciation. Statistics he introduced purported to show that the 
same lines of industry had developed in Wisconsin, Illinois, and 
in Official Territory generally, resulting in intense competi- 
tion between Wisconsin manufacturers and manufacturers in 
Official territory. 

That was supplemented by further statistical studies intro- 
duced by C. E. Schreiber, statistician for the state commission, 
intended to show that, contrary to what might be the impres- 
sion, Wisconsin was primarily an industrial state, rather than 
agricultural. In that respect, he said, it was more closely iden- 
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tified with Illinois and the central states than with states west 
of the Mississippi in W. T. L. territory. 

Commercial, industrial, and transportation conditions all 
dictated that the same level of rates should be applied in Wis- 
consin as in Illinois, according to R. E. Laubenstein, traffic com- 
missioner, Green Bay Association of Commerce. In speaking 
of highway competition, he pointed out that Green Bay was 
the largest jobbing and distribution point in Wisconsin, aside 
from Milwaukee. Common carrier truck lines in and out of 
there, he said, were providing such service and rates that they 
were getting practically all the tonnage. “My belief is that the 
railroads get about a wheelbarrow full of freight for movement 
petween Green Bay, Milwaukee and Chicago,” he commented. 
Questioned by Wallace Hughes, Rock Island attorney, as to 
why, if that were so, he was concerned over the rail rates, he 
said he wanted to see rail rates prescribed that would give 
them some of the business. 

In the course of registering a protest against increases in 
rates to and from Wisconsin contained in the carrier proposals, 
L. Z. Whitbeck, general traffic manager, Atlantic and Pacific 
Tea Company, explained that his company made purchases in 
the state amounting to over $100,000,000 annually. 


Among the other Wisconsin witnesses were the following: 
Ww. F. Ehman, chief of the Wisconsin commission rate depart- 
ment; S. L. Foote, director Madison Traffic Bureau; W. F. 
Kerwin, manager, Green Bay Traffic Association; Danna Lamb, 
traffic manager, Fred Ruping Leather Company, Fond du Lac; 
T. A. Boint, Green Bay; Ben F. Overton, traffic manager, Joint 
Traffic Bureau of Winona (Minn.) and La Crosse; A. E. Winter, 
Green Bay; G. E. Saady, Milwaukee traffic manager, Oscar 
Meyer and Company; F. L. Thomas, traffic manager, Wisconsin 
Canners’ Association; R. B. Hall, traffic manager, Massey-Har- 
ris Company, Racine; J. R. Hafstrom, traffic manager, Menasha 
Products Company, Menasha; G. C. Campbell, traffic manager, 
Oshkosh Chamber of Commerce; I. W. Whittaker, traffic man- 
ager, Aluminum Goods Manufacturing Company, Manitowoc; 
J. M. Campbell, secretary, Janesville Chamber of Commerce; 
Earl Bryant, traffic manager, Wisconsin Pulp and Paper Manu- 
facturers’ Association. 

The point most strongly emphasized by Mr. Ross, in testi- 
fying for the Nebraska commission, was that the overhead rate 
basis contained in the Commission’s decision in the case should 
not be thrown out. Coupled with that was a plea for the exten- 
tion of the rate level applied in zone 1, east of the Missouri 
River, to all of Nebraska. He argued that zone 2 was estab- 
lished in order to provide a buffer territory to prevent a “hump” 
in the rate structure on shipments from the east to southwest- 
ern territory, contending that since there was no movement 
(as he said) through Nebraska from the east to the southwest 
there was no need for the intermediate zone between 1 and 3. 
Zone 3, he pointed out, was on the southwestern basis. He in- 
troduced the results of a study which he said showed that rail 
cost of operation in eastern Nebraska was 50 per cent higher 
than in western Nebraska. The Commission had found, in previ- 
ous cases, he said, that eastern Nebraska was entitled to the 
same level of rates as western Iowa. Those two things being 
so, as he presented it, it automatically followed that the Iowa 
rates should apply throughout the state he represented. 


Mr. Williams, who appeared for the North Dakota Rail- 
road Commission and the Grand Forks Traffic Association, in 
addition to Fargo interests, introduced the results of a special 
study of the Western and Official classifications tabulating 
1,500 items on which the rating in Official Classification was 
lower than that in the Western Classification. The railroads, 
he said, had proposed application of Official Classification on 
traffic between the Twin Cities and Duluth, on the one hand, 
and Central Freight Association and Trunk Line Territory, on 
the other, while they made no suggestion that it be substituted 
for the Western Classification on traffic,to the more western 
part of W. T: L. Territory. He held that it would be prejudicial 
to the interests he represented if Official Classification were to 
be applied only to the limited territory. He took the position 
that the Commission had gone as far as it should in allowing 
the use of Official Classification on traffic to Milwaukee and 
Madison, under its decision in the case. A change in classifi- 
cation relationships, as indicated by his study, would be just 
as objectionable as a change in rates, he held. 


SEEKS SALARY INFORMATION 


Representative Sabath, of Illinois, has introduced H. J. 
Res. 129 authorizing the Interstate Commerce Commission and 
Federal Trade Commission to obtain and compile information 
showing the salaries, fees and bonuses paid to the presidents, 
officers and directors of large corporations. The measure was 
referred to the committee on interstate and foreign commerce. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





TELEGRAPHS AND TELEPHONES 

(Municipal Court of City of New York, Borough of Man- 
hattan, Fifth District.) Telegraph company is not an insurer 
of accurate transmission. (Amerop Travel Bureau vs. Postal 
Telegraph Cable Co., 262 N. Y. S. 304.) 

Proof of sender’s delivery of message to telegraph com- 
pany and company’s delivery to addressee of inaccurate trans- 
mission makes prima facie case of negligence.—Ibid. 

One whose message quoting price was incorrectly trans- 
mitted to addressee by telegraph company could not recover 
from company difference between amount originally designated 
and that named in message delivered addressee; telegraph 
company being independent contractor. 

Sender of the message could not recover against the tele- 
graph company, since the parties in the message must be held 
cognizant of opportunity for error in transmission, and mind- 
ful of opportunity to avoid mistake by having message re- 
peated, since neither sender nor addressee could by acting on 
the erroneous offer establish different contract than would 
have been constituted by transmission of the correct offer 
and its acceptance, and thereby enlarge telegraph company’s 
responsibility. Moreover, the difference between the correct 
price and the incorrect quotation did not constitute actual loss 
sustained as result of telegraph company’s neglect, but at most 
represented a loss voluntarily and independently assumed by 
the sender of the message.—lIbid. 





(Supreme Court of Mississippi, Division A.) Answers to 
interrogatories consisting of statements of facts, gathered by 
witnesses from third persons held properly excluded as hear- 
say. (Western Union Telegraph Co. vs. Goodman, 146 Sou. Rep. 
128.) 

Permitting witnesses to testify to comparison of hand- 
writings, where signature used for comparison was not admitted 
to be genuine, held not to require reversal, where evidence was 
merely cumulative and drafts involved were submitted to jury. 
—Ibid. 

One who had written letters to another and received replies 
thereto on which both parties acted held competent witness 
to testify as to genuineness of other’s signature.—lIbid. 

Common-law rules are applied in Mississippi.—Ibid. 

Common carrier is insurer of delivery to proper person. 
—Ibid. 

That one sending money through telegraph company to 
person he had never seen, under contract requiring positive 
identification, had been imposed on by person who communi- 
cated with him, held no defense to telegraph company, when 
payment was not made to person named in contract (Const. 
1890, sec. 195).—Ibid. 

Liability of telegraph company for paying money to im- 
postor, under contract whereby sender directed payment to 
person he had never seen, and required positive identification, 
held question for jury under evidence of failure to obtain suf- 
ficient identification (Const. 1890, sec. 195).—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court, Appellate Division, First Department.) 
Franchise granted before 1913 to operate bus line over routes 
in New York City specified in certificates of Board of Railroad 
Commissioners and Public Service Commission held valid (Laws 
1890, c. 566, sec. 23, as added by Laws 1900, c. 657). (City of 
New York vs. Fifth Avenue Coach Co., 262 N. Y. S. 228.) 





(Supreme Court of Colorado.) Statute regulating private 





PAGE 644 


carriers by motor vehicle held not violative of requirement of 
due process as forcing private carriers to operate as common 
carriers (Laws 1931, pp. 465, 468, secs. 1, 3, and p. 481, amend- 
ing Laws.1927, p. 500, sec. 1 (d); Const. U. S. Amend. 14). 
(Bushnell vs. People, 19 Pac. Rep. (2d) 197). 

Statute regulating private carriers by motor vehicle held not 
violative of constitutional guaranty of equal protection because 
of provision exempting farmers’ transportation of farm produce 
to market or of supplies to farm (Laws 1931, pp. 465, 468, 479, 
secs. 1, 3, 21; Const. U. S. Amend. 14).—Ibid. 

Where two constructions are possible, construction uphold- 
ing validity of law should be adopted.—lIbid. 

Act regulating private carriers by motor vehicle held not 
void for uncertainty as to classification between private and 
common carriers (Laws 1931, pp. 465, 468, secs. 1, 3; p. 481, 
Amending Laws 1927, p. 500, sec. 1 (d); p. 482, sec. 1, cls. a, 
b, c).—Ibid. 

“Common carrier” within statute regulating motor vehicle 
carriers-includes only carrier who indiscriminately accepts and 
delivers freight or passengers for hire (Laws 1931, p. 481, 
amending Laws 1927, p. 500, sec. 1 (d). 

“Common carrier” is defined as one whose business, occu- 
pation, or regular calling is to carry chattels for all persons 
who may choose to employ or remunerate him.—Ibid. 

Possibility that act will so administered as to deny indi- 
vidual rights cannot be urged as reason for declaring act un- 
constitutional.—Ibid. 


One transporting freight 
individuals held not 
within regulatory 


(Supreme Court of Colorado.) 
for hire under contracts with various 
“public motor vehicle carrier for hire” 


statute (Laws 1931, p. 481, amending Laws 1927, p. 499). (McDill 
vs. North Eastern Motor Freight, 19 Pac. Rep. (2d) 204.) 


(Supreme Court of Colorado.) This is a companion case 
of Bushnell vs. People, 19 P. (2d) 197, decided January 30, 
1933. (Ralph E. Kimball vs. People, 19 Pac. Rep. (2d) 208.) 


(Supreme Court of South Carolina.) Legislative classifi- 
cation or discrimination will stand, unless entirely arbitrary 
(Const. U. S. Amends. 5, 14; Const. S. C., art. 1, sec. 5). (State 
vs. Hicklin, 167 S. E. Rep. 674.) 

In statute regulating motor carriers, exemption of farmers 
or dairymen hauling dairy or farm products held applicable only 
to those principally engaged in farming or dairying (Code 1932, 
sec. 8508).—Ibid. 

That statute regulating motor carriers exempted farmers 
or dairymen hauling dairy or farm products and lumber haulers 
engaged in transporting lumber and logs from forest to ship- 
ping points held not to render statute unconstitutional as dis- 
criminatory (Code 1932, sec. 8508; Const. U. S. Amends. 5, 14; 
Const. S. C., art. 1, sec. 5).—Ibid. 

Parties assailing statutes have burden of showing beyond 
reasonable doubt that exemption renders act unconstitutional 
(Code 1932, sec. 8508; Const. U. S. Amends. 5, 14; Const. S. C., 
art. 1, sec. 5).—Ibid. 

In statute regulating motor carriers, exemption of farmers 
or dairymen hauling dairy or farm products and lumber haulers 
engaged in transporting lumber and logs from forest to shipping 
points held applicable to described persons carrying such prod- 
ucts for compensation (Code 1932, sec. 8508).—Ibid. 

In statute regulating motor carriers, compulsory cargo in- 
surance provision held inapplicable to private contract haulers 
(Code 1932, secs. 8510, 8511).—Ibid. 

That statute regulating motor carriers authorized Railroad 
Commission to fix rates held not to entitle private contract car- 
riers to attack statute as unconstitutional, where commission 
never exercised such power as to them (Code 1932, sec. 8516; 
Const. U. S. Amends. 5, 14; Const. S. C., art. 1, Sec. 5).—Ibid. 

In statute regulating motor carriers license fees required 
of contract carriers and based on carrying capacity held rea- 
sonable as to amount and not undue burden on interstate com- 
merce (Code 1932, Secs. 8512, 8517; Const. U. S., art. 1, sec. 8, 
cl. 3; and Amends. 5, 14).—Ibid. 

State may impose taxes on intrastate operations of motor 
carrier, though carrier is also engaged in interstate operations 
(Const. U. S., art. 1, sec. 8, cl. 3).—Ibid. 

Burden is on interstate motor carrier to show that in actual 
practice tax deprives him of constitutional rights because aggre- 
gate charge bears no reasonable relation to privilege granted 
(Const. U. S., art. 1, sec. 8, cl. 3).—Tbid. 

Where statute requiring expenses of Railroad Commis- 
sion’s motor transport division to be paid by motor carriers had 
not been construed by commission as imposing taxes on in- 
terstate operations, carrier engaged in both interstate and 
intrastate commerce could not complain that statute violated 
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commerce clause (Act May 9, 1931 (37 St. at Large, p. 453), 
sec. 66; Const. U. S., art. 1, sec. 8, cl. 3, and Amend. 14) ).—Ibi¢, 


(Supreme Court of Mississippi, Division A.) Power of state 
to legislate concerning interstate commerce is suspended by 
Congress taking possession of field (Act Cong. June 18, 1919 
(386 Stat. 539, see 49 USCA, sec. 1 et seq.)) (Western Union 
Telegraph Co. vs. Wallace, 146 So. Rep. 142.) 

Addressee of telegram could not recover penalty or dam. 
ages for employes’ negligent delay in transmitting interstate 
message, where delay was not authorized, participated in, or 
ratified by company (Act Cong. June 18, 1910 (36 Stat. 539, see 
49 USCA, sec. 1 et seq.); Code 1930, sec. 7059).—Ibid. 


(Court of Appeals of Kentucky.) Regulation, maintenance, 
and protection of, and safety of travelers on, public highways, 
is within police power of jurisdiction maintaining highways, 
(Ashland Transfer Co. et al. vs. State Tax Commission et al., 
56 S. W. Rep. (2nd) 691). 

State’s power to regulate traffic on public highways may 
operate on nonresidents or those engaged exclusively in inter. 
state commerce, as well as those in intrastate commerce, espe- 
cially when Congress has not taken over field of regulating 
interstate commerce by highway traffic.—lIbid. 

State statutes regulating highway traffic will be upheld 
where confined to reasonable regulation; neither exact precision 
nor scientific calculation being essential to reasonableness.— 
Ibid. 

Statute regulating motortrucks held not unconstitutional as 
impairing obligations of carriers’ contracts for carriage of 
freight (Acts 1932, c. 106).—Ibid. 

Statute regulating motortrucks held not unconstitutional 
as impairing owners’ claimed contracts with commonwealth 
by reason of their complying with license statute and regulatory 
measures under prior statute (Acts 1932, c. 106).—Ibid. 

In statute regulating motortrucks, prescribed limitations, 
including maximum length and width, held not arbitrary or 
confiscatory, and hence did not deprive owners of due process 
or equal protection of laws (Acts 1932, c. 106; Const. U. S. 
Amend. 14).—Ibid. 

Statute regulating motortrucks held not unconstitutional as 
depriving owners of due process or equal protection of laws, 
though postponing application of maximum weight until January 
1, 1933, for trucks paying registration fee before approval of 
act, without postponing enforcement of maximum length (Acts 
1932, c. 106, sec. 138 (c); Const. U. S. Amend. 14).—Ibid. 

Motortruck regulating statute authorizing highway commis- 
sion or county judges to reduce load and speed limits to pre- 
vent damage to roads or bridges, and prohibit motortruck traffic 
entirely for limited periods if necessary for public safety, held 
not invalid as delegating legislative power (Acts 1932, c. 106). 
—lIbid. 

Motortruck regulating statute authorizing highway com- 
mission or county judges, under certain conditions, to reduce 
maximum load and speed limits, and prohibit motortruck traffic 
entirely for limited periods, held not invalid as failing to provide 
standard for administrative action and conferring arbitrary 
power (Acts 1932, c. 106, sec. 12).—Ibid. 

Motortruck regulating statute authorizing highway com- 
mission to prescribe rules for issuance of permits to operate 
trucks not complying with statute requirements, to meet un- 
usual conditions, held not invalid as delegating legislative power 
(Acts 1932, c. 106, sec, 13 (c)).—TIbid. 

Motortruck regulating statute authorizing highway com- 
mission to prescribe rules for issuance of permits for opera- 
tion of trucks not conforming to requirements of act, to meet 
unusual conditions, held not invalid as not prescribing standard 
to govern commission and conferring arbitrary power (Acts 
1932, c. 106, sec. 13 (@&).—Ibid. 

Doubt should be resolved in favor of validity of statute. 
Ibid. 

Motortruck regulating statute, authorizing highway com- 
mission or county judges to reduce load and speed limits and 
authorizing commission to allow variation from statute in cer- 
tain cases, held not invalid as conferring arbitrary power, 
though not providing for appeal (Acts 1932, c. 106, secs. 12, 13 
(c) ).—Ibid. 

No question respecting collection and disposition of fines 
for violations of statute being presented, Court of Appeals could 
not consider request to construe such section of statute.—Ibid. 

(Court of Civil Appeals of Texas, Beaumont.) Petition on 
bond given to protect railroad delivering goods without bill of 
lading held sufficient without alleging bill of lading was pro- 
duced, and that railroad thereby suffered damages. (Latimer 
et al. vs. Texas & N. O. R. Co., 56 S. W. Rep. (2nd) 933.) 

Obligee, having recovered judgment against principal in 
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pond, could sue surety without making principal party de- 
fendant (Rev. St. 1925, art. 6251).—Ibid. 

Obligee’s cause of action against sureties on indemnity 
pond accrued when obligee paid judgment rendered against it, 
not on date of judgment.—Ibid. 

Obligee’s failure to give sureties on indemnity bond notice 
of action against obligee did not affect obligee’s right of action 
against sureties, but simply changed burden of proof; judgment 
against obligee in such case being merely prima facie evidence 
against surety.—Ibid. 

Indemnitee having established prima facie right to recover 
against sureties in indemnification, and no evidence to contrary 
having been offered, judgment for indemnitee held proper.— 
Ibid. 

Petition on bond given to protect railroad releasing ship- 
ment without bill of lading sufficiently alleged that shipper in 
suit against railroad had good cause of action, and that in- 
demnity contract was breached.—Ibid. 

Indemnitee’s previous proceeding only against principal in 
indemnity bond held not election to proceed against principal 
only, precluding suit against sureties on bond.—Ibid. 





hi « oe .} 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





(District Court, S. D. New York.) Lien enforceable by ves- 
sel owner for charter hire, against freight payable by cargo 
owner, does not depend upon owner’s right to proceed against 
cargo or upon possession thereof, but upon agreement of parties 
creating it. (The Solhaug, 2 Fed. Supp. 294.) 

Owner of cargo, in view of provisions of charter and sub- 
charter of steamship, held not entitled to lien, directly or by 
subrogation, against steamship for disbursements for expenses 
and various services necessarily required by steamship (Mer- 
chant Marine Act 1920, sec. 30, subsecs. P-R (46 USCA, secs. 
971-973) ). 

Owner of cargo paid charterer’s agent for expenses incurred 
by them at point of shipment, including pilotage, docking 
charges, tonnage dues, wharf hire, stevedores, and other inci- 
dental expenses, and also paid small bill for wharfage and 
stevedoring charges incurred in discharging cargo at point of 
destination. Under both the charter and subcharter, it was the 
duty of the charterer to pay operating and other expenses of 
the steamship with the exception of the wages of the master 
and crew, and the expenses of their maintenance. The owner 
of the cargo contended, however, that the disbursements at 
point of shipment and at point of destination were necessary 
to enable the vessel to earn freight, and therefore it was justi- 
fied in paying same, and in deducting such payments from the 
balance of freight payable by it, presumptively, on the ground 
that the payments were made upon the credit of the steamer 
and her freight. Exercise of reasonable diligence in making 
inquiry relating to authority of charterer as disclosed by charter 
and subcharter would have disclosed that the charterer or its 
agents were without authority to bind the vessel.—lIbid. 

Where steamship against which owner of cargo sought to 
enforce lien by way of subrogation after payment of services 
rendered to vessel was not made party to suit, court was with- 
out jurisdiction to determine liability of vessel, if any (Mer- 
chant Marine Act 1920, sec. 30, subsecs. P-R (46 USCA, secs. 
971-973) ).—Ibid. 

Whether cargo owner is bound by provisions of charter 
giving lien to vessel owner for charter hire, where cargo owner 
is merely holder of bills of lading, or at most a subcharterer, 
depends upon whether cargo owner had knowledge, actual or 
constructive, of terms of charter.—Ibid. 

Owner of cargo, under facts shown, held charged with 
actual or constructive knowledge of provision in charter giving 
owner of vessel lien against freight for charter hire, and there- 
fore was bound by such provision. 

Facts disclosed that owner of cargo had actual or construc- 
tive notice that charterer was not owner of vessel. The sub- 
charter was not referred to in the bill of lading, the space for 
that purpose having been left blank. The charter contained a 
provision giving the owner a lien for charter hire upon all 
cargoes and freights, and subcharter gave vessel a lien on cargo 
for freight, etce.—Ibid. 

Burden is upon cargo owner, seeking to defeat lien against 
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subfreights for charter hire, to prove that vessel owner waived 
lien.—Ibid. 

Owner of vessel entitled to lien for charter hire against 
subfreights owing by cargo owner held not estopped to assert 
lien on ground of delay. 

Evidence disclosed that owner of cargo should have made 
inquiry regarding claim of owner of vessel for charter hire, 
and of possible lien therefor, and that if it had made reason- 
able inquiry, it would not have been misled as to the owner’s 
rights. Furthermore, the only obligation of the cargo owner 
was to pay freight, without credit or discount, immediately 
upon the landing of the goods, and not to pay the charterer’s 
obligation as it did.—Ibid. 

Owner of cargo, liable on lien in favor of vessel owner for 
charter hire to extent of freight remaining unpaid, held entitled 
tq credit for dispatch earned at point of shipment and point of 
destination in view of charterer’s agreement in subcharter.— 
Ibid. 

Owner of cargo determined to be liable on lien in favor 
of vessel owner for charter hire to extent of freights remain- 
ing unpaid held entitled to reduction of owner’s claim for hire 
to extent of amount advanced to master at point of shipment 
for various purposes connected with crew.—Ibid. 


SPUR TRACK LITIGATION 


In an opinion by Justice Brandeis the Supreme Court of 
the United States, March 27, in No. 364, St. Louis Southwestern 
Railway Co., petitioner, vs. Missouri Pacific Railroad Co., 
affirmed a judgment of the Supreme Court of Arkansas relating 
to a controversy between the two carriers arising out of pro- 
posed construction by the Missouri Pacific of a crossing with 
an industrial track of a spur of the St. Louis Southwestern at 
grade in North Little Rock, Ark. The lower courts held that 
the Missouri Pacific was entitled to the crossing as prayed for. 

The question as to whether the Missouri Pacific track is a 
spur or an extension is in issue in a case pending in the federal 
court for Arkansas. In delivering the opinion of the court, 
Justice Brandeis said: 


The Constitution of Arkansas, Article XVII, sec. 1, declares: 
“Every railroad company shall have the right with its road to inter- 
sect, cross and connect with any other road.” A statute provides that 
the Railroad Commission ‘‘shall have exclusive power to determine 
and prescribe the manner, including the particular point of. crossing 
and the terms of installation, operation, maintenance, apportionment 
of expense, use and protection of each crossing of one railroad b 
another railroad. ...’’ Act April 1, 1919, p. 411, sec. 9; Crawford & 
Moses Digest, sec. 1643. 

Proceeding under that statute, without first obtaining from the 
Interstate Commerce Commission a certificate of public convenience 
and necessity under paragraph 18 of §1 of the Interstate Commerce 
Act as amended by Transportation Act, 1920, the Missouri Pacific 
Railroad applied to the Arkansas Commission for a crossing with an 
industrial track of a spur of the St. Louis Southwestern Railway at 
grade, at a point in North Little Rock—the crossing to be constructed 
at the applicant’s expense and in accordance ‘‘with the terms of in- 
stallation, operation, maintenance and protection of such crossing as 
may be fixed by’’ the Commission. At the hearing thereon the St. 
Louis Southwestern appeared in opposition; but it filed no pleading 
and made no statement as to the ground of its opposition. 

Both companies are interstate carriers. The record of the pro- 
ceedings before the Arkansas Commission occupies 82 pages of the 
printed record. But there is in it nothing which indicates that either 
party had then in mind any question arising under the Interstate 
Commerce Act. The application to the Arkansas Commission alleged 
that the Missouri Pacific hauls over its extensive system most of the 
traffic to and from the plant of the Dixie Cotton Oil Mills at North 
Little Rock; that in order to handle this traffic, cars must now be 
switched from or to its lines for a distance of 500 feet over tracks of 
the St. Louis Southwestern; that if the Missouri Pacific were en- 
abled to reach the plant wholly over its own lines, operations would 
be facilitated; that to this end it had arranged to build to the plant a 
spur 5,460 feet long; and that to make this connection with its main 
line the crossing is necessary. At the opening of the hearing, counsel 
for the Missouri Pacific asked leave to amend the application by al- 
leging that the proposed industrial track would be ‘‘an industrial lead 
throughout its entire length, for the service of the public generally, 
and operation and serving of industries that may be located in this 
new territory’—that is, an industrial track from which switches 
would lead to new industries that might be located there. 

The St. Louis Southwestern objected to the allowance of the 
amendment; its objection was sustained by the Commission; and its 
counsel stated that the introduction of any evidence of the purpose 
to make the track an industrial lead would be objected to. But as 
the hearing proceeded there was evidence (brought out largely through 
the cross-examination by the St. Louis Southwestern’s counsel) that 
it was the hope of the Missouri Pacific that the proposed track would 
ultimately be used as an industrial lead track. The Arkansas Com- 
mission denied the Missouri Pacific’s application to fix the place and 
manner of the crossing. Why it did so does not appear. It rendered 
no opinion; and its order stated merely that “having heard all the 
evidence” and “after having made a personal inspection of all the 
physical properties described in the petition and involved in this pro- 
ceeding, (the Commission) is of the opinion that said application 
should be denied.”’ A rehearing squght was also denied without opin- 
ion or other indication of the reason for the Commission’s action. 

From the order, and upon the record before the Commission, the 
Missouri Pacific appealed to the Circuit Court of Pulaski County. 
Section 8417z3, Castle’s 1927 Supplement of Crawford & Moses Digest. 
There, the St. Louis Southwestern set up, by request for findings 
and rulings, several objections to the granting of the application. 
Among them was a request to find that the proposed track of the 
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Missouri Pacific was an extension of its lines into new terrtiory, as 
distinguished from a spur to an industry; and to rule that, for this 
reason, the track could not be lawfully built or used without first 
procuring from the Interstate Commerce Commission a certificate 
of public convenience and necessity. The Circuit Court refused to 
make the finding and ruling requested; held that the Missouri Pa- 
cific was entitled to the crossing as prayed for; and directed the 
Commission to take action accordingly. The St. Louis Southwestern 
then appealed to the Supreme Court of Arkansas; and, besides a 
claim based wholly on the state law, insisted that the Arkansas 
Commission was without power to fix the point and manner of cross- 
ing, since no certificate of public convenience and necessity had been 
secured from the Interstate Commerce Commission. That court, in 
affirming the judgment, held specifically that the proposed track was 
a spur located wholly in the state of Arkansas, within the meaning 
of paragraph 22 of Section 1 of the Interstate Commerce Act, and so 
not subject to the requirement of a certificate from the federal Com- 
mission. — Ark. —. Because of the decision of that federal question 
certiorari was granted. 287 U. S. —. 

St. Louis Southwestern asks us to reverse the judgment on 
the ground that upon the evidence introduced before the Arkansas 
Commission the em track should be held to be an extension 
of the Missouri Pacific’s line into new territory, within the mean- 
ing of paragraph 18, as applied in Texas Pacific R. R. Co. vs. Gulf, 
Colorado & Santa Fe R. R., 270 U. S. 266. The Missouri Pacific 
insists that its right to the crossing cannot be questioned in this 
proceeding, which is limited to fixing the place and manner of the 
crossing; that under the state practice its right to a crossing could 
be challenged only by an independent suit—a bill in equity; that, in 
any event, the judgment should be affirmed, because, if the char- 
acter of the proposed track is revelant in this enquiry, the Supreme 
Court properly held it to be a spur; and that since it is located 
wholly within the state of Arkansas, the Interstate Commerce Com- 
mission had no authority over its construction. 

The Supreme Court of Arkansas stated in its opinion the conten- 
tions of the St. Louis Southwestern and then proceeded to answer 
them. The contentions stated were that “the circuit court erred 
in directing the Commission to fix the point and manner of cross- 
ing, because first, under the statute it has no authority to act 
until appellee acquires the right of way by condemnation pro- 
ceedings, and second, until it obtains a certificate of convenience 
and necessity for the crossing from the Interstate ommerce Com- 
mission.”’ That court’s answers to the contentions were: First, that 
the right to the crossing exists under the state constitution and that 
“the orderly way would be to first fix the place and manner of 
crossing and then proceed in the proper tribunal to condemn the 
land needed to effect the crossing at the place fixed or designated.”’ 
Second, that upon the evidence the proposed track, which is located 
wholly within Arkansas, is a spur; and being so, it was unneces- 
sary to secure the certificate from the Interstate Commerce Com- 
mission. Thus, the Arkansas court decided the case by determin- 
ing the character of the proposed track, without expressly passing 
upon, or so far as appears considering, the question whether that 
federal issue was revelant in the proceeding under review. 

We think that it was not relevant. If the proposed track is 
believed to be an extension, the remedy is not by way of defense 
to an application to fix the place and manner of the crossing. The 
statute of Arkansas which confers upon the Railroad Commission 
exclusive power to determine the place and manner of crossing 
antedates Transportation Act, 1920, which introduced paragraphs 
18 to 22 of Section 1 of the Interstate Commerce Act. The St. Louis 
Southwestern does not contend that the law of Arkansas requireg 
denial of the application in the absence of a certificate from the 
Interstate Commerce Commission. It contends that the federal 
law requires the state commission to refrain from fixing the place 
and manner of crossing unless a certificate for building the pro- 
posed track shall have been secured from the Interstate Com- 
merce Commission. There is no basis for such a contention. Trans- 
portation Act, 1920, which confers upon an interested carrier the 
right not to be subjected to such new competition unless it is found 
to be in the public interest, prescribes the remedy for the protec- 
tion of that right. The remedy prescribed is a proceeding to en- 
join. Paragraph 20 of Section 1 declares that ‘“‘any construction or 
operation” contrary to the provisions of paragraphs 18, 19 or 20 ‘‘may 
be enjoined by any court of competent jurisdiction at the suit of 
the United States, the Commission, any commission or regulating 
body of the state or states affected, or any party in interest.’’ That 
procedure affords an opportunity ‘“‘to secure an orderly hearing and 
proper determination of the matter.’’ Western Pacific California 

. R. Co. vs. Southern Pacific Co., 284 U. S. 47, 52; and the rem- 
edy is “both affirmative and complete,’’ Texas Pacific R. R. Co .vs 
Gulf, Colorado & Santa Fe R. R. Co., 270 U. S. 266, 273. The pro- 
priety of requiring resort to the remedy by injunction is illustrated 
by the proceedings in the case at bar. The question whether the 
proposed track is a spur or an extension has been decided by the 
Supreme Court of the state upon a record made before the state 
commission although, so far as appears, the issue was not raised 
there and neither that body nor the parties treated it as relevant. 

Confining the St. Louis Southwestern to the remedy prescribed by 
Transportation Act, 1920, does not abridge the protection of its rights. 
If the proposed track is a spur, the question of the place and manner 
of the crossing presents a purely local problem to be decided by the 
state commission under the laws of the state, unless a claim were 
made that by allowing a crossing at grade the operation of trains in 
interstate commerce over the spur of the St. Louis Southwestern 
would be obstructed. The record is barren of any such suggestion. 
If the proposed track is an extension, the order of the state commis- 
sion does not impair the right of the St. Louis. Southwestern to be 
free from invasion of its territory unless the extension is in the pub- 
lic interest. The application to the Arkansas commission is not for 
leave to build the track or for leave to use it; it is solely to have 
fixed the place, manner and terms of the crossing. The order of the 
state commission does not purport to authorize the construction of the 
track, or its use when constructed. It would seem that a proposed 
larger use of the track, if an industrial lead and not a spur to a 
single industry, might well have been deemed relevant to the state 
commission’s determination of the appropriate place and manner 
of crossing. But its determination of that matter in no way con- 
cludes the federal claim of the St. Louis Southwestern here as- 
serted. And postponement of the determination whether the track is 
a spur or an extension will prejudice no federal right of the St. Louis 
Southwestern, If the track should be held in the later proceeding to 
be a spur, obviously the St. Louis Southwestern will have no ground 
to complain of the order of the state commission. If the track is held 
to be an extension, that order will not become effective unless the 
Missouri Pacific should secure a certificate from the Interstate Com- 
merce Commission. Indeed, the prior determination by the state com- 
mission of the place, manner and terms of the crossing may, by mak- 
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ing the plan more concrete and definitive, aid the federal commission 


in reaching an informed judgment on the application. Compare Logs 
Angeles Passenger Terminal Cases, 100 I C. C. 421, 459. 

For the reasons stated, we are of opinion that the judgment of 
the Supreme Court of Arkansas, as it directed merely that an order 
be entered fixing the place and manner of the crossing, is not in 
conflict with the federal law, whether the proposed track is a spur or 
an extension; and that in passing upon the character of the track, the 
state court determined a federal question not pertinent to the decision 
of the case. It was stated at the bar that there is now pending, in 
the federal court for Arkansas, a suit commenced by the St. Louis 
Southwestern, under paragraph 20 of §1 of the Interstate Commerce 
Act, to enjoin construction of the proposed track on the ground that 
it is an extension. Since the question whether the proposed track is 
a spur or an extension was not pertinent to the decision of this case 
in the state courts, and as we necessarily refrain from passing on 
that question, it follows that neither the judgment of the Supreme 
Court of Arkansas, nor the judgment of this Court, will operate as 
res judicata on that issue. As thus defined the judgment is affirmed, 


BILLING AND CLAIMS 


“The Commission has been advised,” says a statement is- 
sued by Secrtary McGinty of the Commission, “that on March 
21, 1933, three joint indictments were returned in the federal 
district court at Trenton, N. J., against the School Company, 
Fred H. Scholl, president thereof, and William C. Bloomingdale 
and Albert O. Hagenbush employes thereof. One indictment in 
15 counts charges underbilling of shipments of hay from Nevw- 
ark, N. J., in violation of section 10 (3) of the interstate com- 
merce act; another indictment, in 20 counts, the false billing 
of straw from Newark and the third, an indictment in 15 counts 
charging the receipt of concessions in violation of section 1 of 
the Elkins act on shipments of hay from points in Michigan 
and Ohio, the destinations all being on Long Island and in New 
England. 

“This case was investigated by special agents of the Com- 
mission’s Bureau of Inquiry, and the facts presented to the 
grand jury by Attorney D. H. Kinkel of that bureau.” 

“The Commission has been informed,” says a further state- 
ment issued by Secretary McGinty, “that on March 21, 1933, a 
ten-count indictment was returned by a federal grand jury sit- 
ting at Trenton, N. J., charging that Rothman and Solomon, 
produce commission merchants of Newark, N. J., had filed false 
claims with the Pennsylvania Railroad Company in violation of 
section 10 of the interstate commerce act. 

“The claims were based on damage alleged to have been 
incurred on broken packages of tomatoes and lettuce. The in- 
dictment charges that with each claim Rothman and Solomon 
filed an account sales which falsely stated the sale price it had 
received for the undamaged packages in each shipment. The 
amount of the damage claimed was based on the selling price 
shown on these allegedly false account sales. The facts were 
presented to the grand jury by B. L. Smelker, an attorney for 
the Commission’s Bureau of Inquiry.” 





KENDALL CAR SERVICE HEAD 


W. C. Kendall, manager of the railway relations section of 
the car service division of the American Railway Association, 
has been made chairman of its car service division to fill the 
vacancy caused by M. J. Gormley’s becoming president of the 
association. Mr. Gormley was executive vice-president of the 
association in addition to chairman of the car service division. 

The new chairman of the car service division has been in 
Washington since 1917, going there from the Boston and Maine 
in the period when the railroads set up an organization in Wash- 
ington to work with the Commission in taking out kinks in the 
transportation system caused by car shortages resulting from 
war demands. 

When the government took over the railroads Mr. Kendall 
became the head of the car service section of the division of 
operation of the Railroad Administration, returning to the Amer- 
ican Railway Association car service work when the railroads 
were returned to their owners. 

All of Mr. Kendall’s railroad service was rendered in New 
England, much of it on the Passumpsic division of the Boston 
and Maine which, before the Boston and Maine acquired it, was 
the Passumpsic Railroad, one of the well known railroads in 
Vermont, the state of Mr. Kendall’s nativity. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
February 15-28, inclusive, was 649,630, a decrease of 20,598 cars 
as compared with the preceding period, according to the car 
service division of the American Railway Association. It was 
made up as follows: 


Box, 310,604; ventilated box, 2,034; auto and furniture, 55,349; total 
box, 367,987; flat, 25,367; gondola, 122,425; hopper, 83,500; total coal, 
205,925; coke, 1,317; S. D. stock, 28,266; D. D. stock, 4,031; refrigera- 
tor, 14,497; tank, 605; miscellaneous, 1,635. 


Canadian roads reported a surplus of 34,675 cars, made up 
of 29,850 box, 1,350 auto and furniture, 1,925 flat, 375 S. D. 
stock, 520 refrigerator, and 655 miscellaneous cars. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


HE U. S. Atlantic and Gulf/West Coast of Mexico, Central 

& South America Conference announces to exporters to the 
West Coast of South America that, in view of representations 
made by the legations of the various countries on the West 
Coast of South America to the several underwriters’ associa- 
tions, it has decided to withdraw and cancel the 5 per cent 
war risk insurance surcharge mentioned in notice dated March 
22, effective at once. In cases where this surcharge has already 
been collected by any of the conference lines, suitable refunds 
will be promptly made. 

The Grace Line has received advices from the secretary of 

the European South Pacific & Magellan Conference in Liver- 
pool that effective immediately the war risk surcharge of 5 
per cent of ocean freight on cargo to and from West Coast ports 
in Colombia, Ecuador, Peru, Bolivia and Chile has been can- 
celed on all freight shipped by Grace Line steamers to these 
orts. 
, Ocean mail subsidies were upheld by R. J. Baker, secre- 
tary of the American Steamship Owners’ Association, in a radio 
address March 24. Mr. Baker asserted that the merchant marine 
act is an actual economy because it maintains an entire in- 
dustry and gives employment to several hundred thousand men. 
For every dollar spent in government aid, ten dollars goes into 
the pockets of domestic trade and into the pockets of labor, 
he said. 

Announcement is made by the Consul General of Peru in 
New York that in accordance with the recently enacted Peru- 
vian law No. 7695, effective March 27, the fees to be charged by 
Peruvian consuls for the legalization of consular invoices cov- 
ering any kind of shipments will be 6 per’cent instead of 5 per 
cent as heretofore. 

In spite of the small amount of full cargo business con- 
summated, grain freight brokers are reported as optimistic again 
due to better inquiry for space. The only fixtures were a Greek 
steamer for 33,000 quarters from Boston to Antwerp at 5c, 
spot loading, and a British vessel for 30,000 quarters from Al- 
bany to Antwerp at 6c for early April. It is reported that ar- 
rangements have been made with an owner abroad for one or 
two steamers to load grain monthly during the open season of 
navigation on the St. Lawrence for the United Kingdom but no 
details have been announced as yet. 

A fair number of sugar cargoes were obtained in the trans- 
atlantic trade. A 6,400-ton steamer took a cargo from Cuba to 
United Kingdom-Continent on the basis of 14s 6d for April 
loading and a fixture from Santo Domingo to the United King- 
dom-Continent, 5,000 tons, for early May loading was done at 
14s 3d. A 2,300-ton steamer was engaged for a load from Cuba 
to Nantes at about 17s for April. 

Time charters were more diversified than previously, two 
for the River Plate trade being reported in addition to the usual 
run of West Indies business and one charter in the Canadian 
trade. There were no coal fixtures and activity is limited to a 
few West Indies inquiries. 

Tankers continued fairly active. D. B Dearborn & Co., 
steamship agents and brokers, report further orders for offshore 
business for both clean and dark oil tankers but the market 
remains soft. One dark oil vessel was reported fixed to the 
Mediterranean at a slightly increased rate. Coastwise and in- 
tercoastal tanker markets were quiet. 


IMPROVEMENT OF WATERWAYS 


Allocation of river and harbor funds appropriated by Con- 
gress has been temporarily deferred pending the working out 
of a public works program by the Roosevelt administration. 
Approximately $4,000,000 of the $39,000,000 appropriated by Con- 
gress has been allocated. 

The Roosevelt bill providing for employment of men in the 
forests of the nation as passed by the Senate provides that 
funds for this activity may be obtained from unobligated moneys 
heretofore appropriated for public works, except for projects on 
which actual construction may be commenced within 90 days, 
and except maintenance funds for river and harbor improve- 
ments already allocated. 

- The money taken from public works funds is to be replaced 
ater. 

Representatives of the National Rivers and Harbors Con- 


gress and other waterway improvement advocates, hedded by 
Frank R. Reid, president of the congress, called on President 
Roosevelt March 30 to urge continuation of waterway improve- 
ment work by the federal government in connection with the 
proposed public works program for unemployment relief. The 
committee left with the President a list of projects already 
approved by the army engineers and authorized by Congress 
which, it was stated, if begun at once, would put to work sev- 
eral hundred thousand men. In a statement left by Mr. Reid 
at the White House appeared the following: 


The army engineers’ program, according to the statement of Gen- 
eral Brown, called for a total expenditure of $431,000,000, or an average 
for the five-year period of less than $100,000,000 annually, Represen- 
tative Reid pointed out. The President’s attention also was called to 
the fact that the work could be done now at much less cost than at 
any time within recent years, 

Eased on a statement to a Senate commerce subcommittee by 
General Brown that 45,000 men could be put to work on a $22,000,000 
project, Mr. Reid estimated that more than a half-million men could 
be given jobs, directly and indirectly, on the $431,000,000 program. 

“The greatest problem facing industry and agriculture in the 
United States is one of distribution.’”’ said Mr. Reid, “and the National 
Rivers and Harbors Congress favors strengthening and developing our 
national policy for the use of waterways in the people’s service, with- 
out any attempt to attack or injure any other forms of transporta- 
tion. The Rivers and Harbors Congress believes that what the ship- 
pers and consumers of the United States must have is a great coor- 
dinated transportation service, consisting of railways, highways, water- 
ways, airways and pipe lines, cooperating to give the people the most 
efficient and lowest cost system for the distribution of their goods 
and products that it is possible to develop. 

“At the present time, we feel an exceptional opportunity is offered 
for carrying forward great public enterprises such as we advocate, 
which will be permanent improvements and profitable investments. 
When unemployment is one of our gravest problems, an opportunity 
is hereby afforded for giving relief to many thousands, as by far the 
largest portion of the sums expended on waterway improvements goes 
into the hands of labor.”’ 


INTERCOASTAL TRAFFIC 


United States intercoastal traffic in February, according to 
the Panama Canal Record, consisted of 105,051 tons of cargo 
from the Atlantic to the Pacific and 373,999 tons from the Pacific 
to the Atlantic. Tolls of the Atlantic-to-Pacific ship movements 
totaled $273,471.18 and in the reverse direction, $279,342.50. 











OCEAN RATES AND CURRENCY 


Herman Steen, secretary of the Millers’ National Federa- 
tion, has advised the Shipping Board in Docket No. 81, in re 
rates in Canadian currency, that the federation agrees with the 
last paragraph in the tentative report of the Bureau of Regula- 
tion and Traffic of the board recommending discontinuance of 
the investigation without prejudice to filing of complaints with 
the board and without vindicating the currency practices of the 
carriers. (See Traffic World, February 25, p. 395.) The fed- 
eration requested that the board abide by the bureau’s recom- 
mendations and that it not issue any order vindicating the 
present currency practices of the carriers or that would preju- 
dice in any way any complaint that might be made in the future 
under the authority of section 22. 


LAY-UP OF LEVIATHAN 


The United States Lines, operators of the Leviathan, has 
placed before the Shipping Board a proposal for withdrawing 
that vessel from service because of the lack of passenger traf- 
fic in the trans-Atlantic trade. The Leviathan is one of the 
passenger vessels acquired by the lines from the board which 
still retains an interest in the vessel under the terms of sale 
under which the purchaser still owes money to the board, and 
which provide that the purchaser: shall make seven round voy- 
ages a year. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 


Pacific Coast to Gulf: 2245—Gulf Pacific Line with Coast Trans- 
portation Company, Inc.: Covers through billing arrangement cover- 
ing shipments from Pacific Coast loading ports of Gulf Pacific Line 
to Pensacola, Florida, with transhipment at Mobile. Transfer charges 
at Mobile are to be absorbed by the carrier. 

U. S. Atlantic Coast to West Coast of South America: 2254— 
Nelson Steamship Company with Royal Netherlands Steamship Com- 
pany: This agreement provides for through billing arrangement cover- 
ing shipments from United States Atlantic Coast ports of call of 
Nelson Steamship Company to South American west coast ports of 
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call of Royal Netherlands Steamship Company, with transhipment at 
Cristobal. Transhipment expense at Cristobal is to be for the account 
of Royal Netherlands Steamship Company. 

Extension Intercoastal Conference Agreement (188-1): Memoran- 
dum of an agreement between member lines of the United States In- 
tercoastal Conference and concurring agreements of Calmar Steam- 
ship Corporation and Shepard Steamship Company have been filed 
with the Shipping Board with request for the board’s section 15 ap- 
proval, which has been granted effective March 30. 

The memorandum records agreement of the member lines to ex- 
tend for a period of two months (to May 31, 1933) agreement of the 
Conference approved by the Board September 28, 1932, which agree- 
ment by its terms would have expired March 31. Calmar’s and Shep- 
ard’s concurring agreements extend for a similar period their under- 
takings to conform, subject to certain qualifications and conditions, 
to the terms of the Conference agreement without actually becoming 
members of the Conference, except that Shepard now reserves the 
right to cancel its undertaking at any time prior to May 31 upon 
written notice to the Board and to the Conference Chairman and is 
not to post surety bond guaranteeing fulfillment of its undertaking dur- 
ing the period of the extension. 

The agreement is filed on behalf of American-Hawaiian Steamship 
Company, Argonaut Steamship Line, Arrow Line, Dollar Steamship 
Lines, Inc., Ltd., Grace Line, Isthmian Steamship Company, Lucken- 
bach Steamship Company, Inc., McCormick Steamship Company, Nel- 
son Steamship Company, Panama Pacific Line, Quaker Line, Williams 
Steamship Corporation, Calmar Steamship Corporation and Shepard 
Steamship Company. 

Puerto Rico to Havre: 2252—The New York and Porto Rico Steam- 
ship Company with Compagnie Generale Trans-Atlantique (French 
Line): Arrangement covers through shipments of citrus fruit from 
Puerto Rico to Havre, with transhipment at New York. 


Agreements Modified 


387-2—Bermuda & West Indies Steamship Company, Ltd., with 
Royal Netherlands Steamship Company: Modifies an Agreement No. 
387, as amended, in respect to traffic between New York and Trinidad, 
Demerara, and the West Indies. The modification provides that Royal 
Netherlands may take cargo from New York to Dutch St. Martin via 
Curacao; that Bermuda & West Indies is to continue its direct calls 
from New York to Dutch St. Martin; and that Royal Netherlands is 
not to transport cargo between New York and Trinidad. 

637-2—United States Lines Company with Panama Mail Steamship 
Company: Modifies an agreement between Panama Mail Steamship 
Company and United States Lines Operations, Incorporated, covering 
through shipments from United Kingdom to Los Angeles and San 
Francisco, via New York, and vice versa. The purpose of the modi- 
fication is to record United States Lines Company (American Mer- 
chant Lines) (United States Lines) as a participating carrier in this 
agreement and as successor to United States Lines Operations, In- 
corporated (American Merchant Lines). : 

1491-1_—United States Lines Company with Dollar Steamship Lines, 
Inc., Ltd.: The agreement which is modified is between Dollar Steam- 
ship Lines, Inc., Ltd., and United States Lines Operations, Incor- 
porated and covers through shipments of specified commodities from 
Pacific Coast ports to London, England, via New York. The purpose 
of the modification is to record United States Lines Company (Ameri- 
can Merchant Lines) as a participating carrier in this agreement and 
as successor to United States Lines Operations, incorporated (Ameri- 
can Merchant Lines). 


The Pacific Steamship Co. and the Alaska Steamship Co. 
have filed an agreement with the Shipping Board under which 
the Pacific Steamship Co. would abandon its operations from 
Puget Sound to Alaska and the Alaska Steamship Co. would 
abandon operations from Puget Sound southward. The agree- 
ment provides for a working arrangement for the handling of 
passengers and freight between the two lines in the territory 
covered. The board has not yet acted on the agreement. 


NAUTICAL EDUCATION 

The Shipping Board has adopted a resolution approving the 
maintenance of schools for nautical education by the states of 
Massachusetts, New York, Pennsylvania and California. Ques- 
tion has arisen, according to the board, as to whether the 
schools should be continued. The schools are necessary, ac- 
cording to the board, in the interest of an efficiently manned 
American merchant marine. 


THE PORT OF STOCKTON 


The Port of Stockton, California, though it has been in 
operation for some time, will be formally opened with a ban- 
quet at the Civic Auditorium the evening of April 5. The prin- 
cipal speaker will be Henry A. Palmer, editor of the Traffic 
World, Chicago, who will talk about the national transporta- 
tion problem. Greetings from Stockton will be given by W. B. 
Hogan, city manager, and from the state of California by Gov- 
ernor James Rolph, Jr. There will also be a greeting from 
Charles L. Wheeler, vice president and general manager of the 
McCormick Steamship Company, San Francisco, and a brief 
talk on the Port of Stockton and the lumber business by A. J. 
Russell, of the Santa Fe Lumber Company. Music will be fur- 
nished by the Little Theater Orchestra, College of the Pacific. 
There will also be a concert at the docks at 3:30 in the after- 
noon by the Port Stockton Band. 


BRITISH SHIPPING INCOME 


The extent to which the general world-wide depression has 
affected British shipping may be judged from the net national 
shipping income in 1932 which decreased about one-third from 
the 1930 levels, according to British Board of Trade estimates 
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forwarded to the Commerce Department’s transportation diyj. 
sion from Trade Commissioner W. L. Kilcoin, London. 

British Board of Trade estimates place the 1930 income at 
approximately £105,000,000, that for 1931, £80,000,000 and for 
1932, £70,000,000, or a decline within two years of about 33% 
per cent. 

The Board of*Trade bases its calculations on the earnings of 
British ships for the carriage of United Kingdom exports ang 
imports, for the transportation of non-resident passengers from 
and to the United Kingdom, the carrying of goods and passen. 
gers between ports abroad, and compensation for other services 
to shippers by shipowners through agencies overseas (with de. 
ductions of British disbursements made overseas and an offset 
figure for payments of foreign shipping in United Kingdom 
ports). 

It is the opinion of the Board of Trade that the income 
reduction is accounted for mainly by the decline in freight and 
time-charter rates, smaller passenger traffic receipts, and re. 
duced tonnage volume. 


ST. LAWRENCE SEAWAY TREATY 


-The Senate committee on foreign relations approved the 
St. Lawrence seaway treaty March 27. The treaty had been 
approved and reported to the Senate at the last session of Con- 
gress and the action taken now by the committee simply means 
that the treaty is again before the Senate for consideration. 
There was discussion as to when the treaty might be taken up 
in the Senate but there was no decision reached as to pressing 
for action at a particular time. 





"TWEEN-DECK FRUIT SHIPPING 

Shipment of fruit ’tween-deck instead of in refrigerated ves- 
sel holds may affect long-distance market conditions, according 
to a report to the Commerce Department’s foodstuffs division 
from Assistant Trade Commissioner Darwin de Golia, Singapore. 

“Grapefruit from Palestine, Egypt, have been arriving in 
the Straits Settlements packed ’tween decks and in reefer 
holds,” says a summary of the report. “It has been discovered 
that the fruit is not only in good condition upon landing but 
remains so much longer than citrus fruit packed in ice. 

“Opinion in Singapore trade circles indicates that this may 
be important in lowering the competitive status of American 
compared with Palestine and Australian fruit. There is a lower 
freight rate on between-decks cargo from the American Pacific 
coast than from the other two countries. 

“It is not deemed likely that ’tween-deck shipping of citrus 
fruit would be successful in the hot summer months, but word 
has been received that with the approach of cool weather one 
American fruit shipper is planning to utilize the ’tween-deck 
packing on shipments of citrus fruit to Far Eastern markets. 
Whether this method of packing would hold good for fruits 
other than citrus is not yet established.” 


U.S. BARGE SERVICES 


Major General Ashburn, president of the Inland Waterways 
Corporation, the government barge line agency, has authorized 
the temporary leasing of barges of the line for experimental 
shipments of steel and newsprint between Chicago and Peoria 
on the Illinois waterway. Two-barges have been made avail- 
able for the newsprint and tWo barges for steel. Shippers of 
these two commodities, according to the general, wished to make 
the experimental trips in order to ascertain whether the barge 
line could be used regularly for such shipments. One of the 
problems involved, according to the general, is navigation under 
the bridges over the waterway. 

General Ashburn said the use of the barges was purely for 
experimental purposes and that the barge line, if it were found 
that such shipments could be moved by barge, would handle 
such business. He said the corporation would not lease govern- 
ment barges to private shipping lines for the service to and 
from Chicago. 

General Ashburn conferred with Secretary of War Dern 
March 27 with respect to the operation of the government barge 
line and to the scope of its activities. 

Definite plans for beginning service to Chicago on the 
Illinois waterway and to Kansas City on the Missouri River have 
not yet been made, according to the general. 

The corporation had not yet filed an application with the 
Commission under the Denison act for a certificate approv- 
ing extension of the service to Chicago, General Ashburn said. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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FEDERAL MOTOR BILL 


BILL providing for the regulation of interstate commerce 

transportation by motor vehicle, both freight and pas- 
sengers, including the contract carrier, by the Interstate Com- 
merce Commission, with the aid of joint boards nominated by 
state commissions under certificates of convenience and necessity 
and permits, with power in the federal body to suspend rates, 
fares or charges required to be filed by motor carriers, has been 
formulated by representatives of motor vehicle operators, elec- 
tric railways, the steam railroads, and state commissions. The 
organizations represented in the conferences were the American 
Railway Association, American Highway Freight Association, 
American Transit Association (electric railways), National As- 
sociation of Motor Bus Operators, and the National Association 
of Railroad and utilities commissioners. 

The definitions of terminology carried by the bill indicate 
the scope of the measure. The term “motor vehicle” the bill 
says, means any vehicle, machine, trailer or semi-trailer pro- 
pelled or drawn by any power other than muscular power and 
used upon the public highways for the transportation of pas- 
sengers or property, but does not include any vehicle, locomo- 
tive, or car operated exclusively on rail or rails. The term 
“egmmon carrier by motor vehicle,” the bills definition says 
includes any person or corporation which undertakes to trans- 
port passengers or property for the general public by motor 
vehicle for compensation in interstate or foreign commerce, in- 
cluding motor vehicle operations of rail, water or express car- 
riers. The term “contract carrier by motor vehicle,” the bill 
says, includes any person or corporation which undertakes to 
transport passengers or property for compensation in interstate 
commerce by motor vehicle not included in the definition of 
“eommon carrier by motor vehicle.” The term “motor carrier,” 
the definition says, includes both a common carrier by motor 
vehicle and a contract carrier by motor vehicle. 

The bill, as is the fact with other motor vehicle bills here- 
tofore introduced in Congress, exempts school busses, taxicabs 
not operating on a regular route or carrying more than six 
passengers on a regular route between fixed termini, hotel 
busses, government vehicles in the national parks or trolley 
busses operated by electric power derived from a fixed wire, 
furnishing local passenger transportation similar to street rail- 
way service. 

Generally the Commission gets regulatory and visitorial 
power over common carriers, hours of services of employes, 
the prescription of uniform systems of accounts, the making 
of reports and safety of operation and equipment. As to con- 
tract carriers the bill authorizes the Commission to supervise 
and regulate them,” and to the end the Commission may estab- 
lish reasonable requirements, not inconsistent with the police 
powers of the states, with respect to uniform systems of ac- 
counts, records and reports, preservation of records, qualifica- 
tions and maximum hours of service of employes, safety of 
operation and equipment.” 

The bill says the Commission shall, when operations of 
motor carriers conducted or proposed to be conducted involve 
not more than three states, and the Commission may, in its 
discretion, when operations of motor carriers conducted or pro- 
posed to be conducted involve more than three states, refer to 
a joint board for hearing and recommendation or appropriate 
order thereon, any of the following matters arising under the 
administration of the act with respect to such operations: Ap- 
plications for the issuance of certificates of convenience or per- 
mits; the suspension, change or revocation of certificates or per- 
mits, applications for approval and authorization of consolida- 
tions, mergers and acquisitions of control, complaints as to viola- 
tions by motor carriers of requirements established under section 
2; complaints as to rates, fares and charges by motor carriers; 
and the approval of any surety bonds, policies of insurance, or 
other securities or agreements for the protection of the public, 
required on issuance of a certificate or permit, application for 
which is referred to a joint board. Reports of the joint boards 
are to have the same status as recommendations by members 
of the commission or examiners. Joint boards are to consist 
of men selected by the commissions of the states involved. 


The bill says no common carrier shall operate in interstate 
or foreign commerce on any public highway without a certificate 
of public convenience and necessity, those now operating to be 
allowed to operate for ninety days without a certificate and if 


application for a certificate is made within that period it may 
continue to operate until otherwise ordered by the Commission. 

Contract carriers by motor vehicle are to operate under 
permits. No person or corporation is to hold a certificate and 
permit at the same time. Provision is also made for the issu- 
ance of brokerage permits to those desiring to sell tickets for 
passenger. transportation or make arrangements for transporta- 
tion of passengers or property. 

The bill also provides for surety bonds, insurance policies 
for the protection of the public by certificate or permit holders. 

Unjust, unreasonable, unduly preferential and unduly preju- 
dicial rates, fares and charges of common carriers are prohibited 
and provision is made for filing and disposition of complaints 
about them, provided that nothing in the act shall empower 
the Commission to prescribe, or in any manner regulate the 
rate, fare, or charge for intrastate transportation, or for any 
service connected therewith, for the purpose of removing dis- 
crimination against interstate commerce or “for any other 
purpose.” 

That reservation forbidding the Commission to strike down 
state rates was insisted upon by the state commissioners. It 
was not agreed to by the representatives of the steam carriers, 
electric carriers and the representatives of the truck operators. 
The state commissioners and representatives of the bus opera- 
tors deemed it fundamentally necessary to render the bill sat- 
isfactory to them. 

The bill gives the Commission power to suspend schedules 
of new rates, fares or charges for the transportation of passen- 
gers or property filed by common carriers by motor vehicle, 
pending investigation. 

Tariff charges of common carriers, the bill says, shall be 
stated in money and shall be in effect only when properly filed 
and posted in such form and manner as the Commission, by 
regulation shall prescribe. The Commission is authorized, in 
the event it condemns any rate, fare or charge to prescribe the 
rate, fare or charge to be observed. 

No contract carrier by motor vehicle, unless authorized by 
this act, says the bill, shall engage in transportation of passen- 
gers or property unless the charges upon which the same are 
transported by said carrier have been filed and published in 
accordance with the provisions of this act. The Commission 
is also authorized to investigate the lawfulness of any charge. 
rule or practice while it holds the matter in suspension not 
more than ninetv days after which the charge or fare would 
have gone into effect but for the suspension. If the ninety days 
expires before the investigation is completed the proceeding 
becomes the same as a complaint case. 

Violations of the act or an order of the Commission are 
punishable by a fine of not more than $500 for the first offense 
and not more than $2,000 for anv subsequent offense. Rebates 
and concessions are to be nunished by fines of like amounts. 
The bill also provides for the collection of the charges. The 
bill says the act may be cited as the “Federal Motor Act, 1933.” 


Increased Cost 


Apprehension that regulation of motor vehicles might lead 
to increased cost of motor transportation was voiced in a memo- 
randum submitted to President Roosevelt by Edward A. O’Neal, 
president of the American Farm Bureau Federation: John Simp- 
son, president of the National Farmers’ Union: and Fred 
Brenckman, Washington representative of the National Grange. 
In part, the memorandum follows: 


_In connection with the organization of the proposed new transpor- 
tation administration and any legislation pertaining thereto, we desire 
to set forth certain observations and recommendations concerning the 
place of motor vehicle transportation in this newer concept of our 
national transportation problem. 

While agriculture must continue to depend upon rail and water 
transportation to carry the bulk of its products and supplies, yet 
we have found the motor vehicle particularly well adapted to many 
of our marketing and transportation needs and are keenly interested 
in any proposals which might tend to curtail our use of same or in- 
crease the cost of such use. Particularly are we concerned at this 
time because of the often repeated demand of certain railroad inter- 
ests which we have met in the various state legislatures this winter, 
to the effect that truck and bus rates should be increased as a means 
of “equalizing competition’’ with the rail carriers. We fear that too 
many who are insisting that truck and bus rates be “regulated” 
actually have in mind the word ‘‘increased.’’ 

We see no objection to having a federal agency set up for the 
purpose of supervising truck and bus movements and activities, and 
it may be necessary to authorize such an agency to regulate the rates 
of common carrier trucks and busses. 

But we are opposed to any federal regulation at this time, of rates 
charged by ‘contract’? and private motor carriers. The time may 
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come when mergers or rate agreements make such rate regulation 
necessary in the interest of the shipper and consumer, but that time 
is not in the near future. Furthermore, we are opposed to any action 
or policy which might result in “regulating’’ motor vehicle rates up- 
— primarily for the purpose of lessening competition for the rail- 
roads. 

We feel that any agency set up to supervise motor vehicle trans- 
portation should be separate and distinct from the agency designed 
to supervise rail transportation. However, there could be no objection 
to the coordination of the several transportation regulatory bodies 
under a common impartial head. 

Our position on this question of regulation of motor vehicles is 
as follows: 

a. We insist that this newer form of transportation by motor 
vehicle must be given every reasonable opportunity to develop. 

b. Regulations of sie, weight, and speed of trucks are state police 
power matters and should be drafted from the viewpoint of promot- 
ing the safety of the highways and protecting property. The uniform 
standards recently adopted by the American Association of State High- 
way Officials seem to fully cover this phase of the question. 

c. No taxation or regulation of motor vehicles should be per- 
mitted which has for its purpose any increase in cost or restriction 
in use in order to “equalize competition’’ between motor transporta- 
tion and other forms of transportation. In most states trucks and 
busses are already paying their full share of the cost of the roads 
they use. 

Y Rather than to approach the transportation problem by laying 
additional charges and restrictions on motor vehicles, we believe that 
the time has come to remove from the railroads some of the restric- 
tions that were necessary when they had a monopoly of land trans- 
portation. We might observe also that substantial reductions in pres- 
ent excessive freight rates would go a long way toward restoring to 
the railroads large quantities of freight which at present rates cannot 
be moved at all. Furthermore, a drastic revision of the capital struc- 
ture and all expenses of the railroads seems to be badly needed. * * * 

We therefore respectfully recommend: 

1. That in case you decide to set up a federal agency to super- 
vise or regulate truck and bus operations in interstate traffic, an 
agency be provided separate and distinct from that supervising rail- 
road, waterway or aerial transportation, although all such agencies 
might be correlated under a common head. — 

2. That no attempt be made at this time to regulate rates of 
“contract” or private motor carriers, and that this policy be con- 
tinued until such time as it can be clearly shown that such regula- 
tion is necessary in order to reduce rates in the interest of the ship- 
per and the consumer. : 

8. That in any type of regulation of motor vehicle transportation 
that may be undertaken the question of ‘equalizing conditions of 
competition” with another carrier engaged _in a different kind of 
transportation shall not be a consideration. Free competition between 
the different transportation agencies must be maintained. 

4. That for a period of at least one year any federal agency set 
up to supervise interstate truck and bus operations, shall function 
solely as an agency to collect data which will give a clearer idea of 
the kinds of regulation needed, if any, in order properly to safeguard 
the interests of the public. 


KEESHIN CASE REOPENED 


The case of the Keeshin Motor Express Company, in which 
it is seeking a certificate of convenience and necessity from 
the Illinois Commerce Commission, has been reopened, and 
came to hearing again this week. The original application was 
denied in January. (See Traffic World, January 28, p. 181.) 
Reopening was granted ‘for the purpose of introducing additional 
testimony on the “convenience and necessity” phase of the case. 

The proceeding is regarded as in the nature of a test case, 
so far as Illinois common carrier highway operations are con- 
cerned. None of the major truck operators in the state has 
received a certificate from the state regulatory body, and the 
Keeshin service is the largest in the territory. 

Under the reopening, the applicant has a week in which to 
introduce additional testimony, with a similar time for the 
carriers to reply. The first day of the hearing, there were five 
railroad attorneys, an attorney representing the Railway Express 
Agency, and another representing railroad labor ranged against 
counsel for the Keeshin company. In the course of the day, little 
record was made other than that recording objections of at- 
torneys and other tactical fireworks, which, according to Mr. 
Keeshin’s counsel, were designed to prevent making of an ade- 
quate record. Luther Walter was called in as counsel by the 
motor transport company the following day. 

The ostensible purpose of the applicant’s testimony is to 
establish that the highway service being performed conforms to 
the legal interpretation of ‘convenience and necessity.” In con- 
nection with the petition for reopening, a resolution adopted by 
the Chamber of Commerce of Sterling and Rock Falls, Ill., was 
introduced in support, and chambers of commerce and other 
shipper organizations in towns served by the highway carrier 
have interested themselves in the case on behalf of the applicant. 

Likelihood that the case will reach the Supreme Court has 
been expressed by parties on both sides. 


NEW YORK TRUCK BILL 


As a result of protests by the special committee on motor 
truck legislation of the Shippers’ Conference of Greater New 
York, the Marcy-Thayer bill, which has been introduced in the 
New York state assembly, has been amended, Herbert L. Fair- 
field, traffic manager of the Hearst newspapers and chairman 
of the special committee, announces. 
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“As now amended by agreement this bill omits the declarg. 
tion of policy. The definition of common motor carriers,” My. 
Fairfield says, “includes the so-called grandfather clause (which 
requires certificates or permits to be given without hearing to 
all companies which have been operating for a year or more 
prior to the date the bill was introduced, January 24), and re. 
quires no certificates or permits for common motor carriers 
operating within a zone of twenty-five miles from a city or 
within a zone of fifty miles for contract motor carriers. 

“It does place common motor carriers under strict regula. 
tion as to rates, etc., and permits the Public Service Commis. 
sion to prescribe minimum rates or charges for contract motor 
carriers. 

“It requires both common and contract motor carriers to 
keep accounts or records as may be prescribed by the commis. 
sion. 

“As it now stands it is not a bad bill as to common motor 
carriers, but, no doubt, most shippers object to any effort to 
regulate contract motor carriers, especially as to rates or 
charges, and certainly the motor truck situation today has not 
shown that it would be to the interest of the public generally 
to require such regulation. There is certainly no demand on 
the part of the shipping public for regulation. If enforced it 
would greatly increase the expense of the State at a time 
when such expenses should be reduced, not increased. It would 
increase trucking costs to the shipper to some extent and it 
is doubtful if it would be of any real help to railroads. 

“Railroad labor interests are trying to add objectionable 
labor provisions to the bill. 

“Any shipper who objects to such a bill, especially at this 
time, should promptly so indicate to his state senator or 
assemblyman.” 


TRUCKING OF COAL IN PENNSYLVANIA 


“The report of the Department of Mines of Pennsylvania 
for the year 1932 introduces an interesting innovation, in that 
it shows separately the amount of coal shipped to market by 
truck,” says the National Coal Association. “The figures for 
1932 show that the trucking of coal was going on in all but 
two of the bituminous producing counties of the state. In 
Allegheny county 1,055,897 tons were shipped by truck. This 
was nearly 11 per cent of the amount shipped by rail in the 
same county, including shipments to remote markets. Beaver 
county, another western Pennsylvania county, reported 1,985 
tons shipped by rail and 45,680 tons shipped by truck. There 
were two other counties, also relatively small producers, in 
which truck shipments exceeded rail shipments. This situation 
seems to bear out the truth of the statement that trucking is 
bringing small mines back into production, many of which 
have no direct railroad connection.” 


A. H. F. A. MEETING DATE CHANGED 
The Washington office of the American Highway Freight 
Association, Inc., has announced that the convention of the asso- 
ciation to be held in Washington will be held April 14-15 instead 


of, as originally announced, April 28-29. Progress in the formu- 
lation of legislation to put truck and bus transportation under 
regulation by the Commission and joint boards appointed by the 
commissions of states affected by applications for certificates 
of convenience and necessity for common carriers by motor 
vehicle and permits for contract carriers, greater than was ex- 
pected when the time for the convention was originally fixed, 
made it desirable to advance the dates. Proposed legislation, 
it is believed, will be the major topic of discussion in the con- 
vention. Arrangements for the meeting are in charge of 
President Keeshin of the Association, J. R. Preston, field man- 
ager who has been placed in charge of the Washington office. 


BUSSES IN TEXAS 


Motor bus operators in Texas have sought to acquaint mem: 
bers of the legislature with the part this form of passenger 
transportation plays in the affairs of the state, particularly in 
the matter of taxes. In a statement showing the rapid develop- 
ment of bus transportation it was pointed out that it is almost 
wholly a post-war product. 

“No other agency of transportation has made such rapid 
progress in service as that achieved by the bus,” the statement 
said. “Although less than a score of years old in Texas, it is 
patronized by millions of Texans. Late as railroad development 
began in this State, we had railroads before the Civil War. 
Practically, the bus industry has sprung up since the World 
War. Yet in 1929 thé railroads of Texas, operating over 97,000,000 
passenger car miles carried 7,100,000 passengers, while buses, 
operating 41,000,000 bus miles, carried 5,300,000 passengers. By 
reason of its popularity, no less than the manner in which it is 
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regulated, the bus is entitled to be called the people’s own 
means of transportation. 

“During the period of financial distress the bus operators did 
not lose courage, nor did they permit such distress to afford 
any reason or excuse for despair, nor have they faltered in 
their efforts to meet the demands and convenience of a long 
suffering public. Though this service has been and is now being 
performed at great loss in many instances, and gains in none, 
the operators fully realizing that a failure in their duty to the 
public in times of depression, they could not hope to share in 
the public confidence in times of plenty and prosperity. 

“Total amount of taxes paid by 24 bus companies operating 
for the year 1932 was as follows: Total amount paid for license 
plates, $57,625.87; total amount paid for Railroad Commission 
tax, $9,640.09; total amount paid for gas tax, $125,602.79; total 
amount paid for tax on lubricating oil, $1,646.54; total amount 
tax paid State and county, $15,375.23; total amount tax paid 
cities, $13,567.35; tax on parts‘and tires, $5,506.46; corporation 
taxes, on capital investment, $1,688.85; total taxes paid, $230,- 
653.18. Total number of passengers carried for 1932 was, 
1,331,712; total number miles operated for year, 16,020,831; total 
number people served population of rural communities, 3,055,194; 
total amount insurance paid for protection of public, $128,569.60; 
number of buses operated, 269; average passenger capacity, 20; 
total revenue for the year ending December 31, 1932, $3,828,- 
221.82; total expense, $4,130,369.27.” 


GRADE CROSSING ACCIDENTS 


Fewer persons lost their lives in accidents at railroad high- 
way grade crossings in 1932 than in any year since 1916, ac- 
cording to complete reports for the year received from the 
railroads and made public by the safety section of the Amer- 
ican Railway Association. 

Complete reports for 1932 show that 1,525 persons lost 
their lives in railroad highway grade crossing accidents. For 
the fiscal year ended on June 30, 1916, upon which basis these 
statistics were formerly compiled, there were 1,396 such 
fatalities. 

The total number of fatalities in 1932 was a reduction of 
286 or 15.8 per cent compared with the number in 1931, while 
persons injured in such accidents in 1932 totaled 3,989, a re- 
duction of 668 compared with the preceding year. In 1932 there 
were 3,499 accidents at railway highway grade crossings com- 
pared with 4,100 in 1931, or a reduction of 601. 

This was the third consecutive year in which there has 
been a reduction in the number of casualties resulting from 
accidents at railroad highway grade crossing. 

“The railroads, in cooperation with various safety organi- 
zations, have for years conducted a vigorous campaign in an 
effort to impress upon the public the necessity for exercising 
the maximum amount of caution in approaching and passing 
over highway grade crossings and the marked reduction that 
has taken place in the number of accidents at such crossings is 
in part due to the increased cooperation of the public in this 
matter,” says the association. 


TRAIN MILEAGE REDUCTION 


That serious consideration is being given by railroad execu- 
tives to a reduction of competitive passenger train mileage 
through various “pooling” devices, and elimination of other so- 
called competitive wastes, was brought to attention by develop- 
ments this week. In a statement made in New York, Daniel 
Willard, president of the Baltimore & Ohio, called attention to 
an arrangement that is being worked out for a reduction of 
train mileage between Chicago and St. Louis, under the direc- 
tion of Harry G. Taylor, recently appointed commissioner of 
western railroads. At the present time, the four lines operating 
passenger service between the two terminals have thirteen 
trains each way, daily. Approximately a year ago an effort was 
made to bring about an arrangement between the lines that 
would reduce the number of trains without resulting in any 
inconvenience to the traveling public. At that time it was said 
that the effort failed because of inability to obtain the consent 
of the Chicago & Alton, since become the Alton and a subsidiary 
of the B. & O., to a revenue pro-rating. 

It is reported that the pooling plan or recommendation of 
Mr. Taylor will go to the various managements the end of this 
week, and that it will be accepted. It provides for a reduction 
of approximately 600,000 train miles annually. The other roads 
involved, in addition to the Alton, are the Illinois Central, C. & 
E. I., and Wabash. 

It was also announced this week that, effective April 2, a 
pooling arrangement on through service between Chicago and 
Detroit would be put in effect by the Wabash and the Pennsyl- 
vania. Joint Pennsylvania-Wabash trains will operate over the 
line of the Pennsylvania between Chicago and Fort Wayne, Ind., 
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and over the Wabash between there and Detroit. The Pennsy. 
vania connects with the St. Louis-Detroit line of the Wabash a 
Fort Wayne. Under the arrangement worked out, an additiona) 
through service between Chicago and Detroit will be put 
and, at the same time, total train miles of the two lines will bhp 
substantially reduced. The Pennsylvania is adding an afternog, 
train, eastbound, from Chicago to Fort Wayne, connecting with 
a Wabash St. Louis-Detroit train. That is the only additiona) 
train service to go in under the plan, all other Pennsylvanig 
trains between the two points having already been in operation, 
The plan permits the elimination of four Wabash trains, each 
way, operated over the direct line of the Wabash between (Chi. 
cago and Detroit. 

The committee on the elimination of competitive waste ap. 
pointed by eastern railroads some months ago was said by Mr, 
Willard to be working on a comprehensive program looking to 
a reduction of train mileage in their territory. An anomaloys 
feature of arrangement to be placed in effect between Chicago 
and St. Louis is that the level of earnings between the two ter. 
minals is, perhaps, higher than between any other two major 
terminals in western territory. Economy through a reduction 
in train miles, it was pointed out, will be none the less desirable, 


CANADIAN TRAIN SERVICE POOLED 


Pooling of train services that will effect an economy of 
well over $500,000 a year has been agreed on between the 
Canadian Pacific and Canadian National Railways and will be 
come effective April 2, it is announced. The services concerned 
are those between Toronto and Ottawa and between Montreal 
and Toronto. The latter affects the International Limited, of 
the Canadian National Railways, and the Canadian, of the 
Canadian Pacific. 

Under the plan the service of the International and the 
Canadian will be consolidated. Instead of two fast trains daily 
there will be one afternoon pool train in each direction. The 
westbound pool train will leave Windsor station, Montreal, daily 
at 3:15 p. m., and travel over Canadian Pacific lines to a point 
about fifteen miles west of Montreal where it will cross over 
to Canadian National lines for the balance of the run to Toronto, 
which will be reached at 9:45 p. m. Westbound, this train will 
make all its present stops and connect at Brockville with a 
pool train leaving Ottawa at 3:15 p. m. Eastbound the entire 
journey will be over Canadian National lines with a connecting 
pool train at Brockville for Ottawa. 

These trains will be designated as pool trains and tickets 
issued by either line will be honored on them. 

Between Ottawa and Toronto all trains will be consolidated 
and the night service will be over Canadian Pacific lines. 
Further moves towards the elimination of competitive service 
on other parts of both systems are under consideration both 
in the east and west. 


PASSENGER FARE CUTS 


Additional aids to the southern railroads which are putting 
in an experiment in passenger fares by removing the sur- 
charges on passengers traveling in sleeping and parlor cars 
and reducing the coach basis to two cents a mile and the parlor 
and sleeping car basis to three cents a mile have been granted 
by the Commission. 

In No. 12214, surcharge for transportation of passengers in 
sleeping or parlor cars between points in the state of Alabama, 
the Commission, by an order, not a decision, has suspended 
that part of its order of June 14, 1921, to Oct 5, 1933, in so far 
as it applies to the transportation of passengers in sleeping and 
parlor cars in intrastate transportation in Alabama by the 
Mobile & Ohio. 

In No. 11703, in the matter of intrastate rates within the 
state of Illinois, the Commission, by similar order, has sus- 
pended that part of its order of Nov. 13, 1920, applying to intra- 
state transportation by the Mobile & Ohio in Illinois, also to 
Oct. 5, 1933. 


PULLMAN COMPANY FIGURES 


For the first time in nearly two-thirds of a century the 
carrier business of the Pullman Company was operated at a 
loss in 1932. The company had an operating loss of $1,220,034.59 
in that year, against net earnings of $3,263,619.47 in 1931, ac- 
cording to its annual report. Considerably more than a 50 
per cent shrinkage in total revenue passengers between 1929 
and 1932 is shown by the figures. Revenue passengers in 1929 
totaled 33,434,268, while in 1932 the number was only 15,749,507. 
The average number of passengers in each car operated was 
8.45, as compared to 11.65 in 1929 and 12.08 in 1928. The com- 
pany had an operating loss of 8 cents for every passenger it 
carried. 
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ms Take advantage of the dependability of Great Northern freight service between 
oth St. Paul, Minneapolis, Duluth, Winnipeg, Portland, Seattle, Tacoma, Spokane, Klamath 
Falls, Sacramento, Oakland, San Francisco and intermediate points. Through mer- 
chandise cars to and from the Pacific Northwest and California. 


el Lower rail fares and hotel rates make this the logical year to visit Glacier Park and 
in the Pacific Northwest or Alaska. “The Interesting Way,” via Great Northern, affords 
e you a wonderful scenic trip with 1500 smooth, cinderless miles of travel which in- 
nd clude 300 miles through the northern Rockies and 60 miles along Glacier Park by 
i daylight. 
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Widespread reductions in rates applicable to travel in rail- 
road coaches have constituted a barrier against the sale of 
accommodations in Pullman cars, and have been “unduly re- 
pressive” of sleeping and parlor car travel, it is stated. Low 
cost transportation of other forms also militated against suc- 
cessful operation of the carrier business of the company, it is 
stated. 

“Travelers bent on economy have sought the lowest cost 
transportation available,” says the report, “resulting in much 
necessitous patronage of railroad coach and of highway vehicles, 
with resultant lessened usage of the Pullman services and 
general lowering of American standards of travel comfort by 
rail and of both comfort and safety by use of highway vehicles. 
This is shown by decidedly smaller loss in volume reported in 
1932 for inter-city motor bus and railroad coach traffic. For the 
latter, transportation has been made quite widely and almost 
continuously available to the traveling public at rates sub- 
stantially lower than those charged travelers who wished to 
use Pullman accommodations. Such new differential rates, in 
addition to the regular surcharge differential, have been an 
added and heavy handicap on the sale of Pullman accommo- 
dations. These differential rates have met with widespread 
objection on the part of the traveling public adversely affected 
thereby and have been opposed by Pullman as unduly repres- 
sive of sleeping and parlor car travel.” 

Though railroad passenger business as a whole, in 1932, 
was less than in any year since 1900, the carrier business of 
the Pullman Company had only fallen to about that of 1909, 
the statement points out. The loss in general rail passenger 
business prior to 1929 had been much greater than that ex- 
perienced in sleeping and parlor car patronage. The greater 
decline of Pullman patronage in 1932, according to the report, 
“reflects the realities of a depression which has severely con- 
tracted the spending ability of the American traveling public.” 

In 1932 the company had a total car ownership of 9,279, 
according to the figures, only 5,693 of which were in service. 
So far in 1933, cars in service have averaged below 5,200, it 
is stated. The company’s investment in air conditioning equip- 
ment in the year amounted to $763,088, a total of 106 Pullman 
cars having been equipped with air conditioning equipment at 
the end of the year. Operation of the cars has proven very 
satisfactory, it is stated, and patronage of the traveling public 
indicated strong approval of this improvement in rail passenger 
service. 


HOUSE TO HOUSE TICKET SELLING 

House-to-House canvassing to sell railroad tickets, believed 
to be the first effort of its kind in the history of railroading, is 
to be tried by the 3,500 employes of the Maine Central Railroad 
in an effort to stimulate passenger travel by train and thereby 
assist in stabilizing railroad employment. 

Homes in every city and town where the Maine Central 
has a station in Maine will be visited by officials and employes 
from the executive offices down through the clerks, the train- 
men, maintenace forces, and other departments to the newest 
office boy, in a week’s intensive campaign to start April 3. 

Specifically they will attempt to sell tickets for an Easter 
excursion from stations in Maine to Boston for which an espe- 
cially low rate has been established. At the same time they 
will attempt at each house they visit to point out the safety 
and comfort of railroad travel and to present the fact that rail- 
road travel, at standard rates, is cheaper than the operation of 
the cheapest form of automobile. 

To each of the 3,500 house-to-house salesmen and sales- 
women have been assigned 10 houses in the campaign. Each 
official and employe will report the number of sales made, and 
the result will be compared with sales by former methods of 
calling attention to special low-fare excursions. 


TRANSCONTINENTAL AIR SERVICE 

United Air Lines has placed in daily service the first of 
sixty planes with a guaranteed speed of more than three miles 
a minute, and cruising speed of 165 miles an hour, capable of 
flying from the Pacific Coast to Chicago in fifteen hours, and 
from the western seaboard to New York in eighteen hours, in- 
cluding stops. They are said to be the fastest multi-motored 
passenger planes in the world. The announcement was made 
by P. G. Johnson, president of United Air Lines and the Boeing 
Airplane Company. 

Sixty of these planes have been purchased, and twenty-one 
are to be in service on United Air Lines’ coast-to-coast route in 
May. These new type, low-wing, all-metal Boeing monoplanes, 
with retractable landing gear, are powered with two 550 h. p. 
supercharged motors. They carry ten passengers, two pilots, 
stewardess, a large mail and express cargo, and can cruise 660 
miles without refueling. While no announcement was made by 
President Johnson of the faster schedules the company will 
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inaugurate from Pacific coast points to New York via Salt Lake 
Cheyenne, Omaha, Chicago, Toledo and Cleveland within sixty 
days, it is known the company will radically slash its preset | 
schedules affecting travel to all parts of the country. The plang 
will also be placed on the Seattle-San Diego and Chicago-Kangag 
City-Fort Worth-Dallas routes, 

Company officials pointed out the planes are so speedy it jg 
possible to leave the Pacific coast in the evening, have breakfagt 
in Chicago and luncheon in New York, or leave the Pacific coagt | 
at the breakfast hour and arrive in New York before midnight 
Special night flying equipment is provided, as the planes, be 
tween dusk and dawn on night schedules, can fly 1,800 mileg on 
the overnight schedules. Special provision is made for the’ 
night traveler. Upholstered chairs are adjustable so passenger, : 
may sleep under blankets which are provided. There are ind’ 
vidual lights, shaded so that passengers who desire to read do 
not disturb the sleep of others. 


AIRPLANE ENGINE TESTS 


Aircraft engine manufacturers having suitable testing equip 
ment may now conduct tests of engines for Department of Com. 
merce type approval at their factories if they so desire instead 
of submitting them to the testing laboratory of the aeronautics 
branch in Washington, Col. Clarence M. Young, Assistant Secre. 
tary of Commerce for Aeronautics, has announced. 

Tests made by a manufacturer on his own engine testing 
equipment will be witnessed and certified to by designated De. 
partment of Commerce inspectors. All of the specifications 
given in the Department of Commerce airworthiness require 
ments for engines and propellers will still apply to these fac. 
tory tests. 

Discussions with aircraft engine manufacturers revealed that 
the majority were strongly in favor of conducting the endurance 
tests with their own equipment as an economy measure. The 
necessary permission was granted after a study by the Depart- 
ment of Commerce showed that its obligations with respect to 
certifying the airworthiness of approved engines would in no 
way be affected. 


U. S. CARRIERS’ SHARE OF CANADA’S GRAIN 


United States carriers moved only 19 per cent of Canada’s 
export grain shipments in 1932, compared with 49 per cent in 
1929, according to a statement by Robert McKee, past chairman 
of the Vancouver, British Columbia, Grain Exchange, forwarded 
to the Commerce Department by Trade Commissioner John 
Embry, Vancouver. 

This information was contained in an address by Mr. McKee 
in which he pointed out influential factors which he stated are 
making the British Columbia port an important grain shipping 
center. He stated that the share of Vancouver in moving 
Canada’s grain in 1929 was only 31 per cent of the total, while 
in 1932 it had increased to 44 per cent of the entire movement. 

Among factors listed by Mr. McKee in Vancouver’s develop- 
ment were the following: 


The tendency of Canada’s wheat production to move westward, 
increased efficiency in the new ocean tonnage, lower loading costs at 
Vancouver, grain available for shipment every day in the year at 
Vancouver because of the increased storage facilities and improved 
cable and teiegraph facilities to all parts of the world. 


CONDITION OF EQUIPMENT 


Class I railroads on March 1 had 269,378 freight cars in 
need of repair or 12.9 per cent of the number on line, according 
to the car service division of the American Railway Association. 
This was an increase of 2,784 cars above the number in need 
of repair on February 1, at which time there were 266,594 or 


12.7 per cent. Freight cars in need of heavy repairs on March 1 
totaled 194,473, or 9.3 per cent, a decrease of 3,369 cars com- 
pared with the number in need of such repairs on February 1, 
while freight cars in need of light repairs totaled 74,905, or 3.6 
per cent, an increase of 6,153 compared with February 1. 

Class I railroads on March 1 had 10,290 locomotives in need 
of classified repairs or 20 per cent of the number on line. This 
was an increase of 276 compared with the number in need of 
such repairs on February 1, at which time there were 10,014 
locomotives in need of classified repairs or 19.4 per cent. Class I! 
railroads on March 1 had 8,966 serviceable locomotives in stor- 
age compared with 9,419 on February 1. 


POSITION WANTED—tTraffic manager or assistant; aged 40, mar- 
ried, good educational and rate background; 11 years’ railroad and 
11% years’ board of trade industrial traffic experience; thoroughly 
familiar with Commission and Railroad Rate Association and Com- 
mittee procedure and rulings; expert on all transit privileges, par- 
ticularly grain, grain products and feed; excellent references; rea- 
sonable salary. Address, Box 378, care of Traffic World, Chicago, III. 
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HIDE AWAY 
FROM WORRY 


In These 


Glorious Mountain 
Retreats 


They’re all at White Sulphur Springs and Virginia Hot 
Springs now, or making plans to come—all the im- 
portant figures in the worlds of finance, sport and 
society. You'll meet them every day. Cantering along 
flower-lined bridle paths. Striding vigorously across 
smooth green fairways. Or simply drinking in the 
wonderful mountain air and gorgeous springtime 
scenery. For spring at these famous spas is an experi- 
ence that gets in the blood. People return from all 
over the world to enjoy the mountains at this best of 
all seasons. And it’s so easy to get there. Just calla 
C. & O. ticket office—your tickets and Pullman reser- 
vations will be delivered to your desk. Then away on 
a fast, comfortable, overnight trip from almost all 
important points in the Middle West, the East, and the 
South, to a well-earned rest in surroundings where 


care and worry can never enter. 


Above, The Greenbrier and Cottages, 
White Sulphur Springs, West Virginia. 


Right, The Homestead at Virginia Hot 
Springs. 


CHESAPEAKE 4nvD OHIO 


THE ROUTE OF THE GEORGE WASHINGTON 





























Questions and Answers 


I: this column will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions rape Ly practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


OOO OOo BeBe Ba Oe Bee D2 B “9 Boe Bee Bre Gre Ser Gor Garo Parr Gon Per Per PsP Pee Goo sO W 2 9Be Goo 9 Oe Ber GO 


Reparation—Rates Subsequently Reduced 


Ohio.—Question: During June, 1930, we received two cars 
of woodpulp from A, on which the interested carriers applied 
the applicable rate of 69c per 100 pounds, constructed to B, 
33, to C, 16c, beyond 20c. 

During 1930 there was a regular movement of this traffic 
from A to C, on which B combination rate of 49c was applied. 
The distance from A to D figured via B is only 34 miles greater 
than to C. D being in close proximity with C, we feel that 
the rate charged from B to D on the two cars in question was in 
violation of Sections 1 and 3 of the Interstate Commerce Act, 
as compared with the rate to C, and unreasonable to the ex- 
tent that it exceeded the rate of 20c subsequently established 
from B to D. 

It is our purpose to file an informal complaint with the 
Commission seeking reparation based on the 20c factor, B (from 
beyond) to D, which became effective September 5, 1930. 

We will very much appreciate your opinion in the matter, 
also Interstate Commerce Commission rulings in connection 
with similar complaints. 

Answer: Section 1 of the Interstate Commerce Act requires 
carriers to charge only such rates as are reasonable. Whether 
a given rate is unreasonable is a question of fact to be deter- 
mined from the consideration of evidence placed before the 
Commission in a proceeding for that purpose. It must, there- 
fore, be shown that the rate charged on shipments moving 
prior to the reduction was an unreasonable rate. The Com- 
mission has repeatedly held that the voluntary reduction of 
a rate or basis of charges does not in itself, without proof that 
the former rate or basis was unreasonable, furnish a sufficient 
reason for awarding reparation. In Parlin & Orendorff Co. vs. 
Southern Pacific Railroad Co., 42 I. C. C. 29, the Commission 
said: 


The voluntary reduction of a rate supported by the willing- 
ness of carriers to make reparation on the basis of the reduced 
rate does not, in the absence of supporting proof, justify an 
award of reparation. 


Tariff Interpretation—Rule 10 of Classification 


Michigan.—Question: A mixed carload shipment of paper 
was made under Agent E. B. Boyd’s Paper Tariff 169 series, 
consisting of articles listed in Groups B and C. Subsequently, 
a claim was filed for application of the group B rate on the 
articles rated and listed in group B, and the less than car- 
load rate on the articles listed in group C, this basis producing a 
lower total charge than the mixed carload basis. 

Agent Boyd’s Tariff 169 series provides for a specific mix- 
ture of articles shipped in carloads. 

The carrier contends that it is not possible to apply the 
less than carload rate to a part of the shipment, where a spe- 
cific mixture is provided in the tariff. 

We contend that, regardless of the specific mixture, the 
tariff, except as otherwise provided therein, is subject to the 
Western Classification and, therefore, subject to Rule 10, Sec- 
tion 4 thereof. 

A somewhat similar situation was discussed in the answer 
to Pennsylvania, on page 1550 of the December 14, 1929, Traffic 
World, under the caption “Tariff Interpretation—Rule 10 of 
classification.” 

The carrier, however, contends that the note to Section 4 of 
Rule 10 applies only to specific mixtures in the classification 
and would have no bearing on specific mixtures provided for 
in commodity tariffs. I would appreciate any information you 
can give me on this. 

Answer: While we can locate no decision of the Commis- 
sion in which this question has been specifically at issue, the 
views we expressed in our answer to which you refer, seem 
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to be sustained by the Commission’s decision in Hanley-Fry (Co, 
vs. C. & N. W. Ry. Co., 155 I. C. C, 121. In this case the Com. 
mission said: 

Item 50 includes all the vegetables shipped by complainants, 
They contend that under this item apples, apple waste, and pears 
may be shipped in mixed carloads with the vegetables named there. 
in at the 14.5 cent rate and that in view of the provisions of Illinois 
Classification, rule 10, charges on the shipments in question, assesseq 
on the basis of the 31.5 cent rate, were inapplicable to the extent 
that they exceeded charges based on the 14.5 cent rate on the above 
mixture, plus the less-than-carload rates on the fruits which were 
not included within item 50. Rule 12 of the commodity tariff con- 
sidered provided that ‘Commodities included in the same item may 
be shipped in straight or mixed carloads, unless otherwise specified 
in individual items.’’ Inasmuch as item 50 of that tariff specified 
that apples, apple waste, and pears must be shipped in straight car- 
loads, there was no tariff authority for the mixture of such articles 
with the vegetables named in that item at the 14.5 cent rate. Com- 
plainants’ contention in this respect cannot therefore be sustained. 
The applicable rate on such shipments was the 31.5 cent rate named 
in item 210, subject to rule 10 of the Illinois classification. 


This case relates to rule 10 of the Illinois classification but 
the provisions thereof are similar, if not identical to those in 
rule 10 of the Consolidated Classification. 

Furthermore, the case does not specially state what por- 
tions of rule 10, item 210 of the commodity tariff is subject to, 
but it is to be observed that the provision that if a lower charge 
results under the application of rule 10 than under provision 
for a specific mixture, rule 10 will apply, is quoted by the 
Commission. Apparently the Commission considers that this 
provision governs the rates in a commodity tariff, as no excep- 
tion is made by the Commission in its decision in the above 
cited case. 


Order Bills of Lading for Switch Movements 


Illinois—Question: We refer you to February 25th, issue 
of The Traffic World, page 403, in your reply to New York, 
under the above caption, with reference to cars being accepted 
when consigned shippers order notify from and to private in- 
dustries within the Chicago Switching District. Your reply be- 
ing that shipment so billed should be accepted by the carriers. 

We refer you to Galligan’s 21-0, I. C. C. 212, page 7, item 
45, which reads: 

“Cars will not be accepted under. this tariff if billed ‘Order 
Notify.’ ” 

We trust this information will be of benefit to yourselves 
as well as your inquirer. 

Answer: In so far as shipments moving within the switch- 
ing limits of Chicago are concerned, the provision of the tariff, 
which you quote, will apparently govern the issuance of bills 
of lading on this traffic. 

Furthermore, whether a shipper may demand an order bill 
of lading has not been the subject of decisions of the courts, 
so far as we can determine. The matter would seem to resolve 
itself into the question of whether the issuance of order bills 
of lading is a matter of accommodation by the carrier to the 
interests of the shipper or whether the shipper, because of a 
long established custom of issuing such bills of lading, may 
as a right demand the issuance of a bill of lading in this 
form. 


Lighterage—Less-Than-Carload Lots Loaded in Same Car With 
Carload Shipments 


New York.—Question: Why is it that a less than carload 
inbound freight shipment (which is lighterage free in carload) 
is given free lighterage, when loaded in the same car with a 
carload of more of similar freight to the same consignee when, 
under similar circumstances, free lighterage is not accorded on 
outbound shipments.” 


Answer: Prior to the decision of the Commission in Light- 
erage and Storage Regulations at New York, 35 I. C. C. 47; less- 
than-carload lots loaded in the same car with carload shipments 
were lightered free both eastbound and westbound. In this case 
the Commission held that a charge was justified on westbound 
shipments. In this case, the Commission said: 


The testimony shows that on westbound shipments it is usually 
necessary to use a separate car on the Jersey shore for each less- 
than-carload lot. In effect, therefore, the charge of $3 per shipment 
is principally a switching charge. This evidence is not effectively 
contradicted. Protestants claim that the imposition of this charge 
on westbound shipments and not upon eastbound would be unjustly 
discrimjnatory. The carriers, however, state that eastbound less- 
than-carload shipments can be handled without the extra service 
necessary on westbound. Some of the protestants admitted the just- 
ness of the proposed charge of 3 cents per 100 pounds on the actual 
weight of the freight. but all objected to the minimum charge of $3 
on each shipment, on the ground that it would be excessive as 
applied to a very small shipment; also that if several less-than-car- 
load shipments should be loaded into the same car, the application 
of the minimum to each of them would be still more inequitable. 
The Commission concludes that the proposed charge of 3 cents per 
100 pounds on actual weight is justified, but disapproves the pro- 
posed minimum charge of $3 per shipment. The rule should be so 
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O you remember how, when 

you were a little boy, John 
would send you to Jack for some- 
thing -- Jack would send you to 
Bill -- Bill would send you to some- 
one else -- and so on, until you 
finally remembered it was April- 
fools’ Day? It’s an old custom, 
dating back to the Biblical players 
of the Middle Ages! 

Decades ago every day was 
April-fools’ Day on the railway 
calendar. Freight trains would puff 
slowly up and down the tracks, 
stopping here, shifting there and 
finally after hours and sometime 
days, arrive at their destinations. 


| APRIL-FOOLS’ DAY 


Now, slow freights, like the Bib- 
lical players of the Middle Ages, 
are things of the past. 

In the territory served by the 
Norfolk and Western Railway, 
April-fool railway service has long 
been supplanted by Precision 
Transportation -- a modern mer- 
chandise freight service that is mak- 
ing history with its speed and effi- 
ciency. Day and night, Norfolk and 
Western merchandise trains speed 
between the Virginia Seacoast and 
the Midwest, carrying freight on 
precise, fast schedules. And there's 
no joke in this statement or in the 
service to which it refers. 


Any Norfolk and Western representative will be glad to 


help you solve your traffic problems -- 


with the aid of 


Precision Transportation. 
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amended as to make the minimum applicable to the car movement 
rather than to each shipment. 


Tariff Interpretation—Application of Rate to Given Point Re- 
stricted to Carload Traffic on Less-Than-Carload Traffic 


Massachusetts.—Question: Will you please give us refer- 
ence to any I. C. C. cases or court decisions which have de- 
cided the following: 


Is it lawful to use a combination of L. C. L. class rates (to a 
point to which there are no through rates) constructed on a station 
that is restricted to carload traffic? 


It is the opinion of the carriers that such a restriction 
automatically makes all class rates to and from this station 
carload rates. 

It appears to me that the restriction of handling carloads 
at this station is a concession granted by the I. C. C. to allow 
carriers to eliminate unnecessary expenses but should not have 
the effect of changing a scale of rates prescribed by the I. C. C. 
to apply on both L. C. L. and carload shipments. 

Answer: If the restriction of the rates to a given point 
to carload traffic is to be considered in the nature of an 
embargo, under the decision in Anderson Co. vs. A. C. L. R. R. 
Co., 147 I. C. C. 459, such rate can be used in constructing a 
combination rate on less-than-carload traffic. In this case the 
Commission states that an embargo is a temporary measure 
which leaves the rate structure undisturbed. 

On the other hand, the Commission has held that where 
a certain rate carries a restriction as to its application the 
rate is not available for use in constructing combination rates 
to points not within the scope of the restriction. Western 
Bridge & Construction Co. vs. B. & O. R. R. Co., 139 I. C. C. 
476, and Lammert Furniture Co. vs. Southern Ry. Co., 126 I. C. C. 
197. 

We are inclined to the opinion that the Commission would 
apply the principle of its decisions in the cases cited in the 
preceding paragraph to the present instance. 


Shipping—Contract Rates 


Louisiana.—Question: The writer recalls some time ago 
either a decision of the United States Shipping Board or a 
_court decision or probably an answer to a question as to the 
legality of contract and non-contract conference rates with 
the Intercoastal Lines to the Pacific coast. 

Can you advise in what issue I might find where a decision 
of the Shipping Board or a court decision or where it was dis- 
cussed by you dwelling on this subject? 

Answer: The only decisions involving contract rates of 
steamship lines are those cited in our answer to Japan, on 
page 348 of the August 20, 1932, Traffic World, under the cap- 
tion, “Shipping—Attempts of Conference Steamship Companies 
Through Preferential Contract Rates to Coerce Shippers into 
Patronizing Conference Lines Exclusively.” There is before 
the Shipping Board, however, under Docket No. 80, the W. T. 
Raleigh Co. vs. Java-New York Rate Agreement Lines, a com- 
plaint involving the alleged illegality of the action of the Java- 
New York Steamship Lines in charging and collecting from 
the W. T. Raleigh Company transportation rates from Java 
to New York in excess of those charged other shippers for 
similar transportation services. 

It is probable that a decision in this case may be had in 
the near future. 


INTERCOASTAL ACT OF 1933 


Editor, The Traffic World: 
Quoth the late Frank Irwin Fletcher: 


; _so wrote something for a man which he understood but did 
not like. 

I then rewrote it in a manner which he did not understand but 
he did like. 

We can simplify matters for ourselves by 
for others. 


States the New York Times, March 27, 1933, page 26: 


Water Route for Steel 

Pittsburgh, March 26, 1933 (AP).—The Pittsburgh Steel Company 
tomorrow will dispatch its first shipment to the Pacific Coast via an 
all-water route, the latest move in the industry’s campaign for re- 
duced railroad freight rates. Two barges loaded with 1,200 tons of 
nails, wire, and pipe will start floating down the Ohio for New 
Orleans to be reshipped through the Panama Canal by steamer. 

Officials say that they will save $3 a net ton over the usual rail 
route to the Atlantic seaboard and reshipment by steamer. 


With the foregoing in mind I would like to ask the able 
supporters, who liked the intercoastal act of 1933, a few ques- 
tions based on the assumption that the movement occurred after 
the act goes into effect June 1, 1933, and that the status of the 
vessels were common or “contract” carriers: 


complicating them 
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(1) Where does the tariff filing and other provisions of the act 
take effect on this shipment? Is it at New Orleans? Is it at Pitts. 
burgh? Or is it at some other place between Pittsburgh and Ney 
Orleans? (The answer in principle to this must obviously apply to 
any similar situation.) 

(2) If the answer is New Orleans, then why is it that the port 
of New Orleans’ intercoastal rates are to be regulated in a manner 
manifestly discriminatory to the port of New Orleans and preferentiaj 
to the port of Pittsburgh—or vice versa, if you please? 

(3) If the answer (1) is Pittsburgh, then is such an assumption 
based on the size of the shipment? 

(4) And if the answer (3) is “yes, based on the size of the 
shipment,’ then let us assume that the same 1,200 tons were an 
aggregate of say 1,000 separate shipments of varying size; is the 
answer to (3) still ‘‘yes’’? 

(5) And, further, if the answer to either (3) or (4) is “‘yes,’’ ang 
suppose that the 1,200 tons were divided up among say 50 vessels 
(instead of 2) of varying sizes, which vessels (if not all) would the 
act apply to? 

(6) But if not based on the size of the shipment under the con- 
ditions (3 or 4), then at what size of shipment or vessel would the 
act take effect on at Pittsburgh? 


In other words, which “skipper is to be the ‘fall guy’ and 
what is to be the limit?” I have been trying to find out ever 
since this intercoastal regulation was first agitated two or three 
years ago as to just how this, as an example of thousands of 
like cases to occur on our 27,400 miles of inland connecting 
waterways of intercoastal commerce, was to be met by the bril- 
liant supporters of any such proposition. Frank A. Parker. 

New York, March 31, 1933. 


WOODLOCK AGAIN ANSWERED 


Editor The Traffic World: 

Former Commissioner Woodlock sees no consistency be- 
tween paragraph 2 and paragraph 5 of section 15a, of the inter- 
state commerce act. The writer sees every consistency. Per- 
haps an illustration will help to reconcile our views. 

Between the Atlantic seaboard and Chicago an enormous 
amount of traffic moves. Four large systems have large in- 
vestments in tracks, equipment, and facilities for caring for 
this traffic. As a supposititious case, we will say that, at a 
given time, two of these lines, say the Erie and the B. & O.,, 
are unable to continue in business unless some way is devised 
for them to increase their net earnings. They come to the 
regulatory body, the Commission, for relief. The Commission 
concurs in their complaint and says to them: “Your cause 
is just. We are convinced that you must have more revenue 
if you are to remain in business. It is in the public interest 
that you should remain in business. Therefore, you are author- 
ized and directed to increase your charges 5 per cent.” 

“But, honorable Commissioner,” the complainants chant in 
chorus, “such increases will be of no avail to us unless you 
concurrently compel our competitors, the Central and the Penn- 
sylvania, likewise to advance their charges. We know that 
they are not asking, nor do they need, similar increases, but, 
unless they put into effect similar rates, all the traffic will go 
to their rails and our condition will be worse than before we 
came to you for relief. Cannot you order that the resultant 
net earnings to them be declared ‘excessive’ and ‘recapturable,’ 
the same to be impounded and later loaned to any one of us 
in temporary distress, or, if deemed advisable, forthwith given 
to the weaker members of the group in order to equalize our 
situation?” 

Can anyone question that this was the guiding principle 
in the minds of Congress in incorporating the “recapture” pro- 
visions in the act, or that such principle guided the Commission 
in its initial decision in ex parte 103? 

Others besdes Mr. Woodlock would like to see the recap- 
tured funds kept in the carriers’ possession “instead of divert- 
ing a portion of them into the public treasury,” but is this not 
a matter of amending the use of the fund, and not a matter of 
abolishing the underlying principle of equalization, the latter 
being the gravamen of the provision under attack? 


Were only one utility involved, as is generally the case 


with gas companies, water works, etc., it would be hard to 
see how “a public utility can make ‘excessive’ (i. e., unreason- 
able) profits from reasonable rates.” But the matter is not as 
simple as that. Not one, but several—in some instances many— 
utilities (railroads) are involved. If our national transporta- 
tion system is to be preserved, if the public is not to be over- 
charged (to attempt which would be suicidal in this day of 
competing agencies), if we are not to degenerate to a “dog- 
eat-dog” policy in the conduct of our transportation facilities, 
then we must ascend from the abyss of the provincial and 
particular into the clearer realms of viewing national trans- 
portation as a whole. From such standpoint, the need of an 
equalizing and_ stabilizing principle knitting together our 
heterogeneous transportation system into a homogeneous and 
unified organism becomes apparent. 

Without governmental financial aid and supervisory direc- 
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Every Katy office has its steadily 

. 4/ ° 4/ 
growing “bouquet file’ — letters 
from satisfied patrons praising the 
efficient way the Katy handles the 
freight jobs entrusted to it. 


ere See 
The HATY KOMET 

VACKY MLC IML La LAL 

Befween Principal Texas Cities 
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ONE LINE, ON TIME ALL THE WAY 


Undivided 
Responsibility 


The Santa Fe Railway's fourteen thousand miles 
of rails blanketing the entire southwestern portion 
of the United States with a service network, means 
that in most cases when the Santa Fe receives a 
shipment it is also the Santa Fe which delivers it 
to the consignee. That undivided responsibility i* 
so far reaching that it merits special consideration 
by all who ship to and from the south and 
southwest. 


In this era of hand-to-mouth and last-minute buy- 
ing, when purchasers unblushingly ask special 
handling and “rush” on every shipment, you'll 
find plenty of reassurance in the responsibility of 
Santa Fe freight service with its fast schedules and 
far-flung coverage. 


Ask the Santa Fe freight representative in your 
town to drop in for a chat. He'll be able to give 
you some help with your vexing and unusual 
shipping problems, and glad to do it. 


Ship via 


SANTA FE 
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tion the railroads today are, to use the vernacular, sunk. Rates 
are determined by the government. To a very large extent 
income is determined by the government. When private sources 
fail, government becomes their banker. In exchange for this 
is it too much to require what is required by the much-maligneg 
section 15a—namely, that a reasonable portion of the profits 
which result from this paternal aid shall go into an equalizing 
fund for the benefit of all, and that another reasonable portion 
shall be set aside as a reserve with which to pay dividends 
during the lean years? ‘Is this not a wise government policy? 
The writer thinks it is. 


Washington, D. C., March 27, 1933. Robert Barnard. 


ROLLING STOCK CHANGES 


The railroads of the United States have replaced in the 
last ten years more than 51 per cent of their freight cars and 
nearly 54 per cent of their locomotives with more modern equip. 
ment, according to reports received by the car service division 
of the American Railway Association. 


As a result, the railroads have been able to bring about 
many increases in efficiency and economies in operation, ac. 
cording to the division. 

Due to the retirement of worn-out and obsolete equipment, 
installation of new freight cars and locomotives, and the mod- 
ernization of the remainder, the railroads have been able to 
reduce their car and locomotive ownership to the lowest point 
it has been in 23 years. 

Since January 1, 1923, the railroads have installed 826,593 
new or rebuilt freight cars which have taken the place of old 
equipment in use up to that time. Due to the installation of 
these new and rebuilt cars, which include cars of larger capacity 
than formerly in use, and the increased speed with which all 
cars are being handled, it has further been possible for the 
railroads to retire 257,506 additional obsolete freight cars. This 
makes a total of 1,084,099 freight cars that have been retired 
or replaced in service by cars of more modern construction. 

The railroads since January 1, 1923, have also installed in 
service 15,465 new or rebuilt locomotives which have replaced 
old ones formerly in use. These new locomotives, which, be- 
cause of their increased efficiency and economy in operation, it 
is pointed out, have made possible the retirement of 12,670 
additional obsolete locomotives. This makes a total of 28,135 
locomotives that have been retired or replaced in service by 
motive power of more modern construction. In other words, 
the increased efficiency of these new locomotives has permitted 
the retirement of almost two locomotives for every new one re- 
placed in service, according to the decision. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first two months 
of 1933 placed in service 476 new freight cars, according: to the 
car service division of the American Railway Association. In 
the same period last year, 870 new freight cars were placed in 
service. The railroads on March 1 this year had 1,974 new 
freight cars on order compared with 3,214 on the same day last 
year. The railroads placed no locomotives in service in the first 
two months this year compared with three in the same period 
in 1932. New locomotives on order on March 1 this year totaled 
three compared with 36 on the same day last year. Freight cars 
and locomotives leased or otherwise acquired are not included 
in the above figures. 


RAIL WAGE STATISTICS 


Class I railroads in 1932 paid to employes total compensa- 
tion of $1,535,927,792, a decrease of 27.8 per cent compared with 
the amount paid in 1931, according to wage statistics compiled 
from carriers reports by the Bureau of Statistics of the Com- 
mission. 

The average number of employes for the year was 1,048,568, 
a decrease of 229,607, or 17.96 per cent, compared with the 
returns for 1931. 

Total compensation by groups of employes was reported as 
follows: 

Executives, officials and staff assistants, $71,269,011; pro- 
fessional, clerical and general, daily basis, $87,961,348; hourly 
basis, $208,987,120; maintenance of way and structures, daily 
basis, $10,399,832; hourly basis, $185,554,066; maintenance of 
equipment and stores, daily basis, $27,292;802; hourly basis, 
$322,650,518; transportation (other than train, engine and yard), 
daily basis, $23,701,775; hourly basis, $158,259,484; transporta- 
tion (yardmasters, switch tenders and hostlers), daily basis, 
$11,513,848; hourly basis, $16,939,296; transportation (train and 
engine service), hourly basis, $411,398,692. 
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Canada Atlantic Transit Co. of U. S. 


RAIL-LAKE DIFFERENTIAL SERVICE 


. 


Service Resumed for the Season of 1933 


Effective May Ist—Rates Effective March 20th 


SHORT WATER HAUL 


SAVING IN FREIGHT CHARGES 


Route Your Freight Moving Between Central and Western Points 
and Eastern Canada and New England States via 


Canada Atlantic Transit Co. 


And from 


New York City Route via Pier No. 29 E. R., Central Vermont Ry., 
Canadian National Ry., Canada Atlantic Transit Co. 


EASTERN AGENCIES 


H. A. CARSON, G. F. A., J. O. ADAMS, G. E. F. A., M. P. CUNNINGHAM, Gen. Agt., J. M. SPARLING, D. F. A., 
80 Federal Street, 1400 Woolworth Blidg., 39 Church Street, 15 India Street, 
Boston, Mass. New York City, N. Y. New Haven, Conn. Portland, Maine. 


WESTERN AGENCIES 


0. B. DURAND, Gen. Agt., ROBERT LOGAN, Gen. Agt., D. G. SHEEHAN, D. F. A., 
105 West Adams St. 705 Walnut Street, 611 No. Broadway, 
Chicago, Ill. Kansas City, Mo. Milwaukee, Wis. 


Cc. J. PIPER, Gen. Agt., GEO. W. AMEY, Gen. Agt., W. H. BURKE, Gen. Agt., R. M. STUBBS, Gen. Agt., 
125 Third St. South, 1319 Farnham Street, 314 No. Broadway, 335 Robert Street, 
Minneapolis, Minn. Omaha, Nebr. St. Louis, Mo. St. Paul, Minn. 
J. M. WIESNER, Agent RAY CLARK, A. G. F. A. J. B. HECKENDORN, General Agent 
207 N. Plankinton Ave. 105 West Adams St. East End Randolph St. Viaduct 
Milwaukee Chicago, III. Chicago 
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Personal Notes 


J. W. White, passenger traffic manager, M. K. T., died in 
St. Louis March 28. He was fifty-four years old and had been 
with the railroad about thirty-eight years. 

Howard Graham, C. R. I. & P., long a member of the Traf- 
fic Club of Minneapolis, died this week. Funeral services Were 
held in Minneapolis March 29. 

Oren P. Barry, assistant controller, C. M. St. P. & P., died 
at his home in Chicago March 29. He had been employed in 
the accounting department of the railroad for twenty-five years. 

Samuel H. Dare, general western freight agent, Atlantic 
Coast Line, has been retired in accordance with the company’s 
pension rules. He is succeeded by V. C. Baughn, with head- 
quarters in Chicago. A testimonial dinner was given Mr. Dare 
at the Traffic Club, Chicago, by friends and associates March 31. 

H. G. Kaill, retired general freight agent, Union Pacific, at 
Kansas City, died March 27. 

The Frisco Men’s Club of St. Louis has elected the fol- 
lowing officers: President, C. A. Pratte; vice president, A. J. 
Bauman; secretary-treasurer, Colonel Arthur Stoehr; sergeant- 
at-arms, John A. Culver. 

Brawn C. Sproul has resigned as secretary of the Midwest 
Haulers, Inc., Detroit. 

Edward H. Berg has been appointed acting traffic director 
of the St. Paul Association of Commerce, succeeding Herman 
Mueller, director. Mr. Berg has been employed in the traffic 
department of the association for twenty-two years. 

The following have been appointed members of the trans- 
portation committee of the Philadelphia Chamber of Commerce: 
Alan W. Graves, Merchants & Miners’ Transportation Co.; 
George S. Harlan, B. & O.; E. D. Hilleary, Reading Co.; P. L. 
Howard, Sun Oil Co.; Franklin G. Ibach, E. J. Lavino & Co.; 
Harvey C. Miller, Southern S.S. Co.; Robert W. Garrow, Luck- 
enbach Line, Wilmer M. Wood, American-Hawaiian Lines; 
James N. Naye, Philadelphia Team & Motortruck Owners’ Assn.; 
C. H. Rolf, Edward G. Budd Manufacturing Co.; H. P. Ross, 
Crew Levick Co.; J. J. Sherm, U. G. I; E. V. D. Sullivan, Ter- 


R O U T E YOUR SHIPMENTS TO, FROM OR VIAP. &P.U. AND 
AND SECURE A SAVING OF TIME 


'-¢£ 


Efficient Switching Service Between the Following Carriers: 


Peoria and Pekin Union Railway Company 

Alton R. R. 

Atchison, Topeka & Santa Fe Railway Company 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & Quincy Railroad Co. 

Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company 
Illinois Central Railroad Company 

Illinois Traction System 

Inland Waterways Corporation - 

Minneapolis & St. Louis Railroad Company 

New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 

Peoria Railway Terminal 

Toledo, Peoria & Western Railroad 


PEORIA AND PEKIN 


Inquiries Solicited 


The Traffic World 


UNION 
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minal Warehouse Co.; F. A. Van Denbergh, Railway Expregg 
Agency; C. H. Bell, Bellson Co.; J. R. Anderson, Bell Telephone 
Co.; H. E. Boysen, Philadelphia Drayage & Express Corp.; w. 
H. Brearley, Pennsylvania Motortruck Assn.; E. C. Carson, Gep. 
eral Electric Co.; Ralph B. Clayberger, C. Wilkinson’s Sons. 

Promotion of Lucien Snow, freight traffic manager of the 
Maine Central, to the position of assistant to the general freight 
traffic manager of the Maine Central and the Boston and Maine 
has been announced. At the same time, promotion of Gilbert 
Miller, assistant to the freight traffic manager of the Maine 
Central, to be general freight agent of the Maine Central and 
of the Boston and Maine, in Maine, and several other resultant 
changes in the freight traffic organizations of both railroads 
were made known. They will become effective May 1, pro. 
viding permission is obtained from the Commission for the 
Maine Central officials to also hold official positions with the 
Boston and Maine. The freight traffic offices of the Boston 
and Maine will be moved to the Maine Central freight traffic 
offices. J. N. Gall, general freight agent of the Boston and 
Maine, will assume the enlarged duties of general charge of all 
Boston and Maine off-line agencies throughout the country and 
will make his headquarters at Boston. Mr. Miller will assume 
supervision of all freight matters for both railroads in Maine. 
Charles K. Hall, assistant freight traffic manager of the Maine 
Central, will become assistant general freight agent of the 
Maine Central, with headquarters in Portland. 


Doings of the Traffic Clubs 


At a meeting of the Traffic Club of Minneapolis at the 
Nicollet Hotel March 30 E. W. Clark, vice president of the Clark 
Equipment Company, Battle Creek, Mich., discussed the “auto- 
tram,” designed and built by his company. Moving pictures 
showing operation of the car were displayed and explained by 
A. O. Williams, chief engineer. 


A special luncheon of the Birmingham Traffic and Trans- 


PEORIA 


Of the fifteen railroad lines enter- 
ing Peoria, the Peoria and Pekin 
Union Railway Company, a termi- 
nal and switching line, is the con- 
necting link used in the interchange 
of traffic between Eastern and West- 
ern lines and Northern and Southern 
lines passing through the Peoria 
gateway. 


Transfers of traffic between these 
many line-haul carriers are made 
within a few hours by use of 
facilities of the Peoria and Pekin 
Union, while a much longer period 
is required for such interchange of 
traffic through some of the larger 
gateways. Traffic is handled with 
dispatch, thus affording regular ex- 
peditious service in the movement of 
all through traffic. 


Address E. F. Stock, Traffic Manager 


RAILWAY COMPANY 


Union Station, Peoria, Ill. 
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NEW YORK TO OR FROM 


a NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 





S.S. CALIFORNIA S.S. VIRGINIA 
S. S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 

Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Pennsylvania April 15; May 27 California .. April 8; May 20 
California. . April 29; June 10 Pennsylvania . May 6; June 17 


Virginia . . . May 13; June 24 Virginia ... June 3; July 15 
and fortnightly thereafter 
*from Los Angeles 2nd day following 


fonama facifie Sine 


* ALL NEW STEAMERS ~ 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City Cleveland, 1000 Huron Road 
(West 23rd St.) Tel. CHelsea 3-6760 1 Broadway, New York City 
Chicago, 216 North Michigan Ave. Tel. Digby 4-5800 

Detroit, 1255 Washington Blvd. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
Pittsburgh, Arcade, Union Trust Bldg. 
San Francisco, 687 Market St. 


Los Angeles, 548 8. Spring St. 
San Diego, 1030 Fourth St. 





PLANOGRAPH 


IS 
Quick - Accurate - Economical 


PARTICULARLY EFFECTIVE IN THE 
PRODUCTION OF 


Audit Reports Forms 
Bills of Lading General Letters 
Bulletins Graphs 
Charts Specifications 
Circulars Statistics 
Division Sheets Surveys 
Drawings Tariffs 
Exhibits 


Samples Submitted on Request 


EDWARD KEOGH 
PRINTING COMPANY 


Tariff Printers and Planographers 
Keogh Building 
732-738 W. Van Buren Street 


CHICAGO, ILL. 
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portation Club will be held at the Tutwiler Hotel April 3, 7 
M. Cunningham, general counsel to receiver, Central of Georgia 
will speak on “Relations Between Railroads and Business,” 


i] 





The monthly meeting of the Junior Traffic Club of Chicagy 
will be held at the Palmer House April 6. Robert E. Kinnare 
will speak on “Activities of the American Legion During th. 
Century of Progress.” 

H. J. Wasson, zone manager of the General Motors Truck 
Company, was the speaker at a “Motor Truck Night” banque 
of the Traffic Club of Indianapolis at the Columbia Club March 
29. The meeting was the first of a series arranged -to present 
views on different sides of the transportation problem, 





The bi-monthly meeting of the Traffic Club of Dallas was 
held at the Adolphus Hotel March 27 with Stewart Austin Weir, 
business engineer, as the speaker. He spoke on the Roosevelt 
“new deal.” Musical entertainment was on the program. 





At a luncheon meeting of the Traffic Club of the Rochester 
Chamber of Commerce set for April 10 representatives of the 
Port of New York Authority will show moving pictures, accom. 
panied by explanation, of its new inland freight terminal. 





The Transportation Club of San Francisco has elected 
Frank H. Hocken, assistant freight 
traffic manager of the Western Pacific 
Railroad Company, as its president, 
His portrait is herewith presented. 
Other officers elected at the annual 
meeting were L. L. Foley, traffic man- 
ager, Swift and Company, first vice 
president; W. E. Carpenter, superin- 
tendent, Railway Express Agency, Inc., 
second vice-president; and J. A. Ret- 
tew, western traffic manager, The Giant 
Powder Company, Consolidated, secre- 
tary-treasurer, The following will serve 
on the board of directors: T. H. Fox, 
general agent, Illinois Central Rail- 
road; R. O. Hoedel, auditor, Pacific Tel- 
ephone and Telegraph Company; C. A. 
Perkes, assistant freight traffic man- 
ager, Pacific Steamship Lines; Press 
Bancroft, district freight agent, South- 
ern Pacific Lines; and R. D. Johnson, 
division passenger agent, Atchison, To- 
peka and Santa Fe Railway. 








M. M. Terrill, chief of the tariff bureau, Green Bay and 
Western, was unanimously elected president of the newly 
formed Traffic Club of Green Bay (Wis.). The club has more 
than seventy members, all of whom are directly connected with 
transportation. Meetings will be held twice a month, one of 
which will be of a social nature and the other will be a business 
meeting with an educational program designed to promote co- 
operation between shipper and carrier. 





The motor City Traffic Club of Detroit held its monthly 
dinner meeting at the Hotel Fort Shelby March 27. Four reels 
of moving pictures were displayed and there was entertainment 
by radio stars. 





At its weekly luncheon at the Hotel Lowry March 28 the 
Transportation Club of St. Paul had as its guest E, W. Clark, 
vice-president, Clark Equipment Company, Battle Creek, Mich., 
who spoke on “The Place of the Clark Autotram in Railway 
Passenger Service.” A. O. Williams, chief engineer of the com- 
pany, displayed moving pictures of the new rail vehicle and 
described its main features, 





The “Buy American” campaign, in both its domestic and 
foreign implications, was discussed at a recent meeting of the 
Women’s Traffic Club of Los Angeles at the Alexandria Hotel. 
The discussion was by E. F. Watkins, manager of purchases 
and stores, Southern California Edison Company, and Mrs. 
Bessie Ochs, of Calif-Asia Company. 





A resolution favoring regulation of all forms of transporta- 
tion, “such regulation being based upon the sound economic 
principle that each form of transportation shall be required to 
meet all costs of the service rendered, including an equitable 
share of the cost of all facilities used, with due regard to the 
protection of the public interest as to unjust discrimination and 
undue preference, also the proper sharing of just and reasonable 
taxation” was adopted by the Traffic Club of Houston at a meet- 
ing at the Rice Hotel March 21, Adoption of the resolution 
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Don’t Wait for 
an Emergency 
Write NOW 


for the 


HOUSTON 
PORT BOOK 


and have this publi- 
cation come to you 
regularly 


Just Address 
Director of the Port 


Courthouse 
Houston, Texas 





.'t Port of Sto 
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1325 Financial Center Bldg., 
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The McCormick Steamship Company will 
start intercoastal service April Ist at terminal 





rates. Following is the sailing schedule: 
WESTBOUND 
Steamer Leaves Arrives 
Albany rs Baltimore Nerfolk | Steckton 
Chas. R. McCormick | Aprill April ~ Aprilé April | May3 
S. M. Hauptman April 15 April 17 April 20 April22| May17 
Forbes Hauptman April 28 ay! ay4 ay& May 31 
EASTBOUND 
Steamer Leads . Arrives 
Stockton | Norfolk Baltimore Philadelphia Albany 
West Cape April 4 April 29 May! May May? 
Wm. A. McKenney April 12 ay May 10 May 14 May 16 
Felix Taussig Fe May 27 May 24 May 28 May 30 
Absaroka ay15 | June5 June? Junell June 13 








For information or arrangements on booking apply 
to any representative of the steamship company; or 


STOCKTON PORT COMMISSION 


STOCKTON, CALIFORNIA 
ALSO 
San Francisco, Calif. 











in the Houston Port Book! 


This is a conservative estimate of 
the value of this book to you when 
you need accurate information 
quickly. 


It means the difference between 
guessing at figures and actually 
knowing costs, between inaccu- 
rate estimates that may mean 
losses and accurate figures that 
will establish your profits defi- 
nitely and to a penny. 


No executive who ships or con- 
templates shipping through the 
Southwest should be without a: 
copy of this book in his files. 


It contains, not only timely ar- 
ticles on business, marketing and 
facilities in this region, but the lat- 
est tariffs and rules of the port, as 
well as sailing schedules and other 
information which you need for - 
immediate reference. 









BUFFALO 


FREIGHT TERMINAL 
WAREHOUSES 


Five modern plants. Rail and water locations. 
Inside and outside switch tracks with capacities 
of 148 freight cars. Dockage for 7 lake steamers. 
Negotiable warehouse receipts. Daily reports. 
Monthly inventories. Write for complete 
details to . 


BUFFALO FREIGHT TERMINAL AND WAREHOUSE CO. 
1504 Liberty Bank Building, Buffalo, N. Y. 


Thos, H. Hanrahan, Pres. John L. Keogh, Mgr. 


Exactly where we can do 
shippers to MINNEAPOLIS 
the most good 


Railroads come to our doors; the Minneapolis wholesale 
district lies all around us to the North and Northwest. 
And three blocks east of us is the greatest retail business 
section in the Northwest. 


For the rendering of warehousing service in Minneapolis 
to manufacturers and shippers we are ‘“‘sitting pretty’ and 
we would like to hear from you. We have the best of 
warehouse facilities to place at your disposal. 


NORTHWEST WAREHOUSING 
COMPANY _, 3 


301 North Seventh Street 
Minneapolis, Minnesota 


followed a discussion of the report of the National Transport,. 
tion Committee by E. L. Williams, traffic manager, McKeggop. 
Southern Drug Company. 


“Father and Son Night” will be observed by the Traffic Cj, 
of Newark at the Chamber of Commerce Building April 3 
There will be a speaker and entertainment. There will be “ope 
forum” discussion of “The Carriers’ Side of Shipping Document,’ 
before the meeting. 


At the March meeting of the Transportation Club of 1,. 
coma, held in the Tacoma Hotel, the following officers wer 
inaugurated: W. C. Donovan, traveling agent, North Westem, 
president; W. G. Atkinson, manager, W. G. Atkinson Company, 
first vice president; Guy L. Leonard, division freight and pas. 
senger agent, Union Pacific, second vice president; R. T. Davis, 
Furniture Manufacturers’ Association, secretary-treasurer, Jj. 
rectors named were Herman Tenzler, president, North Wei 
Door Company; W. H. Shockley, assistant traffic manager, 
Sperry Flour Company, and Richard Ward, city freight and 
passenger agent, Union Pacific. Holdover directors are Rogs 
White, city freight agent, Pacific Steamship Lines; Edward 
Clement, general agent Luckenbach Steamship Company, anid 
Perry Moore, marine agent, Foss Launch and Tug Company. 


An Easter “Kiddies’ Party” will be given in the club rooms 
of the Traffic Club of New York at the Park Central Hotel, 
April 15. 


At a meeting of the officers and directors of the Traffic Club 
of Kansas City March 24 a resolution providing for sending the 
following telegram to President Roosevelt was adopted: “Men. 
bers of the Traffic Club of Kansas City, an organization com- 
prised of three hundred and forty officials and executives of the 
principal railroads and industries of Greater Kansas City, have 
read with much concern the proposed consolidation of the rail- 
roads of the United States as reported in Associated Press 
Despatch of March 21. In our opinion, this would stifle compe- 
tition and bring about results inconsistent with the administra- 
tion’s policy to relieve unemployment. Any action throwing vast 
numbers out of employment at this time would further disrupt 
the morale of the people and delay recovery. It is our belief 
that prompt legislation removing many of the restrictions under 
which the railroads now operate would enable them to success- 
fully compete with other modes of transportation without under. 
going this drastic experiment. Your consideration is respect: 
fully requested.” The resolution also provided for sending 
copies of the telegram to local congressmen, senators and others. 


The monthly meeting of the Women’s Traffic Club of Chi- 
cago will be held in the rooms of the Traffic Club of Chicago 
in the Palmer House, April 3. 


The next meeting of the Omaha Traffic Club will be held at 
the Paxton Hotel, April 20. Music and other entertainment will 
be provided and there will be a large number of door prizes. 


“A Axe Parte Before the Commission” is the title of a 
“skit” to be presented at a luncheon of the Traffic Club of St. 
Louis at the Hotel Jefferson, April 3. Hank Dentzman is in 
charge. 


NEW COMPLAINTS FILED 


No. 25785, Sub. No. 13. Wytheville Coal & Ice Co. et al., Wytheville, 
Va., vs. N. & W. 

Unreasonable rates and charges, coal, mines in W. Va. to 
Wytheville, Christiansburg, New River and Pembroke, Va. Ask 
rates and reparation. 

No. —— Cotton Exchange of Augusta, Augusta, Ga., vs. A. C. L. 
et al. 

Alleges violation sections 1, 3 and 13, cotton, points in Ga., Ala. 
and Tenn. to mill points in 8. C., N. C. and Va., and from points 
in S. C., N. C. and Va. to Ga., Ala. and Tenn. mill points, and 
from points in S. C., N. C., Ga., Ala. and Tenn. to Charleston, 
S. C. and Savannah, Ga., and from points in S. C. and N. C. to 
Augusta, Ga. Merchants and other dealers in cotton and cotton 
compresses at other interior markets and at the ports of Charles- 
= and Savannah preferred. Asks cease and desist order and 
rates. . 

No. 25828. The Federal Bearings Co., Inc., Poughkeepsie, N. Y. vs. 
Cc. B. & Q. et al. a 

Unreasonable rates and charges, industrial sand, Ottawa, IIl., 
to Poughkeepsie, N. Y. Asks rates and reparation. 

No. i. Ly as Eastman Corporation, Kingsport, Tenn., vs. L. 
- et al. 

Unreasonable rates and charges, logs (chemical wood), Grays 
_— and Berger, Ky., to Kingsport, Tenn. Asks rates and rep- 
aration. 

No. 25830. Alamo Refining Co., Taylor, Tex., vs. T. & P. et al. 

Rates in violation sections 1 and 3, gasoline, for coastwise move- 
ment, from Willow Springs, Tex., to Houston and Texas City, Tex., 
pal compared with rates from East Texas refining points. Asks 
rates, 

No. 25831. E. Cohn & Son, Cedar Rapids, Ia., vs. C. R. & I. C. et al. 

Through fifth class rates, scrap copper and scrap brass, Cedar 
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MOOREMACK GULF LINES 


WEEKLY. SAILINGS 


From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS and MOBILE 
and vice versa. 


From BALTIMORE to NEW ORLEANS and MOBILE direct or transhipment 
at PHILADELPHIA and vice versa. 


Between NEW ORLEANS and TAMPA 


MOORE and McCORMACK, Inc., Agents 

For rates and other information, epply to the nearest of these offices: 
NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bidg. 
PHILADELPHIA, Bourse Bidg. DETROIT, Industrial Bank Bidg. 
BALTIMORE, Seaboard Bidg. CHICAGO, 503 Marquette Bidg. 
TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. 
MOBILE, Mesher Bids. PITTSBURGH, Oliver Bids. 
BOSTON, Pier 40, Hoosac BATON ROUGE, 1758 Government St. 
Docks, Charlestown ST. LOUIS, Rallway Exchange Bldg. 





The Depression Is Over! 


The manufacturer is smart who 
is considering distribution in 
this territory. 


Write for free folder giving 
information and facts about it. 


KEDNEY WAREHOUSE CO. 
Minneapolis, Minn. 


Warehouses also in 
St. Paul, Minn., Fargo and Grand Forks, No. Dak. 


QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, Philadelphia, Norfolk, Baltimore 


and 
Cristobal (Canal Zone), San’ Diego, 


Los Angeles, San Francisco, Oakland, 


Alameda, Portland, Seattle and Tacoma 
For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 


ALBANY=D & H Building CHICAGO—327 So. La Salle St. 
PHILADELPHIA—The Bourse PITTSBURGH—Gulf Building 
NORFOLK—111 E. Plume Street DETROIT—General Motors Bidg. 
BALTIMORE—Keyser Building DAYTON, OHIO—18 Riverdale St. 
BOSTON—33 Broad Street EASTON, PA.—Drake Building 





Importers’ Bonded Warehouse 
and 
Bienville Warehouses Corporation, Inc. 
R. W. DIETRICH, President 
NEW ORLEANS, LA. 
Complete Warehousing and Distribution Service for 
New Orleans and its territory. 


200,000 square feet of storage space with track room 
for 80 cars at one placement. Licensed by and bonded 
to the State of Louisiana, and the U. S. Government. 
Office, 340 Bienville St. 


Member A. C. W.—A. W. A. 


The Traffic World 
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Shipper Said: 


About merchandise bound for the Orient, 
‘“‘Why should I worry how it goes, just so 
it arrives?’’ But, indeed, Oriental buyers 
are today as exacting as American buyers. 
When they order merchandise WHETHER 
OR NOT THEY SPECIFY THE ROUTE, 
they expect their shipment in the shortest pos- 
sible time. They will appreciate your courtesy 
if you ship VIA SEATTLE and the American 
ail Line to all Oriental ports. You'll save 
them time. 


An American Mail Line President liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Service aug- 
mented by fleet of fast cargo liners to —_ of 
Japan, China and the Philippines. Depend on the 
American Mail Line. 




















For information, apply desk No. 6 
21 West Street 
1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade....... Cleveland 
General Freight Office 


740 Stuart Building 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


UNITED FRUIT 


GREAT 
WHITE 
FLEET 


Seattle 










Regular Freight and Passenger Service 
BETWEEN 
New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 

















Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Pler 3, North River, New York, N. Y. 
1001 Fourth St., 111 W. Washington St., 
San Francisco, Calif. Chicago, Hil. 
Long Wharf, 321 St. Charles St., 
Boston, Mass. New Orleans, La. 


One Federal Street, Boston, Mass. 
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General Offices: 
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Rapids, Ia., to Carteret and Chrome, N. J., in violation Sections 
1 and 3, as compared with rates accorded nearby Mississippi 
River points and at other points in Ill. and at Missouri River 
points. Asks rates and reparation. 
No. 25832. Oneida Cedar & Lumber Co., Rhinelander, Wis., vs. C. & 
N. W. et al. 
Rates and charges in violation sections 1, 4 and 6, tan bark, 
Spur 10, Mich., to Ashland, Ky. Asks rates and reparation. 
No. 25833. American Field Seed Co., ce. & KR. W. 
et al. 
Unreasonable rates and charges, sweet clover seed, Watertown, 
and other S. D. points to Chicago, Ill. Asks reparation. 
No. 25834. John Morrell & Co., Ottumwa, Ia., vs. B. S. L. & W. et al. 
Unreasonable rates, lard and hog hair, Sioux Falls and Ottumwa, 
TIa., to New Orleans, La., and Galveston, Tex., for export to U. K. 
and Europe. Asks reparation, 
No. Re Portland Bridge Co., Portland, Ore., vs. O. W. R. R. & 
Ida., to Sidney, 


Chicago, IIll., vs. 


Co. et al. 

- eamababnaite rate, sheet steel piling, Harrison, 
Mont. Asks rates and reparation. 

No. 25836. Mediterranean & General Trades, Inc., Asheville, N. C., vs. 

Pigeon River et al. 

Unreasonable rates, hardwood logs, for export, Woodrow, N. C., 
to — 8. C., Norfolk, Va., and Savannah, Ga. Asks rep- 
aration 


No. a Sub. No. 1. Same vs. Georgia Railroad & Banking Co., 
et al. 


Same complaint and prayer, Thomson, Ga., to Charleston, S. C. 

No. ~— Y- Taylor Produce Co. et al., Kalamazoo, Mich., vs. A. C. L. 
et a 

Rates and charges in violation sections 1, 2, 3 and 4, Irish po- 

tatoes, points in Va. and N. C. to points in Ind. and Mich. as 

compared with rates to nearby points. Ask rates and reparation. 


No. ~_— Barlow & Seelig Manufacturing Co., Ripon, Wis., vs. A. A. 
et a 
Class rates and charges in violation sections 1, 3 and 4, motors, 
washing machines, hardware, castings, etc., between Ripon, Wis., 
and points in New England, Trunk Line and C. F. A. territories, 
as compared with rates from Waupun, East Waupun and Osh- 
kosh, Wis. Ask rates and reparation. 


In CHICAGO 


PR ae 


l (3 / ga 
WAREHOUSES 
Clese to ‘‘Loup."’ Office and warehuuse spece ror 


lease. Merchancis¢ storage. Pool cars distributed 
runnel,. water, rail and truck facilit es at door. 


519 W. ROOSEVELT ROAD CHICAGO 


We Bind The Traffic World 


SINR RNC SRNR mS 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Work Guaranteed 
We Also Bind ail Kinds of Publications 


The Book Shop Bindery’ aan 


3650-364 West Erie Street 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


COMMERCE 
COM tana: Ag wane Age Rae 
COMMISSION ‘enemies Bide. Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 


Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 


Practicing 


before the 


The Traffic World 


Vol. LI, No, 13 


Docket of the Commission 


NOTE—Items in the Docket marked with an asterisk (*) hay 
been added since the last issue of The Traffic World. New a ‘ 
ments now on the Commission’s docket of dates later than here) 
shown will not bear asterisks when they do appear. Cancellation 
and postponements announced too late to show the change in thy 
Docket will be noted elsewhere. 


April 4—Washington, D. C.—Examiner Bradford: 

Valuation No. 1109—Tentative valuation of properties of Crystg 
a & San Juan R. R. and Crystal River R. R., as of Dec, 31, 
1 

April ee. D. C.—Examiner Shinn: 

Fourth Section Applications Nos. 14900, 14397, 14406, 14407, 14413 
14418, 14419, 14510, 14512, 14513, 14570 and 14571. 

April 5—Argument at Washington, D. C.: ° 
25062—Lebanon Ice & Coal Co. et al. vs. A. C. & Y. Ry. et al. 
25457—Goldcamp Mill Co., Inc., vs. A. C. & Y. Ry. et al. 
25198—Northwestern Yeast Co. vs. Alton R. R. et al. 

April 5—Little Rock, Ark.—Arkansas Corporation Commission: 

* Finance No. 9793—Joint application of J. M. Kurn and John G, 
Lonsdale, receivers of the St. L.-S. F. Ry., for permission to 
abandon operation of the Evadale branch of said company, 

April 6—Argument at Washington, D. C.: 
9987—-Michigan Paper Mills Traffic Assn. et al. vs. A. T. & S. F. Ry., 

Director General et al. 
25536—General Electric Co. vs. Alton R. R. et al. 

April 7—Argument at Washington, D. C.: 

1. & S. 3823—Routing live stock (sheep) Ore. and Wash. to East. 
Fourth Section Application No. 12738—Lumber in the southeast. 
Fourth Section Application Nos. 12646 and 12452. 

April 10—Washington, D. C.—Examiner Rasch: 

Valuation No. 1150—Winchester & Western R. R. 
April 11—Washington D. C.—Examiner Brinkley: 
Finance No. 4004—Excess income of A. C. & Y. Ry. 

April 11—Washington, D, C.—Examiner Lawton: 

Fourth Section Application No. 14661—Class and Commoditles— 
between points in La.—Filed by T. & N. O. R. R. 

Fourth Section Application No. 14867—Petroleum yy petroleum 
products—between points in La.—Filed by T. & N : = 

April 12—Washington, D. C.—Examiner DuBois: 

Valuation No. 1113—Peoria, Hanna City & Western Ry. 

April 12—Washington, D. C.—Examiner Bradford: 

Valuation No. 1158—In re valuation of property of Twin Branch R. R. 

April 12—Washington, D. C.—Examiner Shinn: 

Fourth Section Application No. 14750—Anthracite coal from Penn- 
sylvania points. 

April 12—Washington, D. C.—Examiner Berry: 
25719—Theo. Stivers Milling Co. vs. C. of Ga. Ry. et al. 


April 13—Argument at Washington, D. C.: 


22930, Sub. 2—M. Campbell & Son et al. vs. A. T. & S. F. Ry. et al. 
a partnership con- 
sisting of T. F. Campbell and Fred H. Swingley, Atkinson, Neb., 
va. A. T. & &. FT, 


25514—Campbell Lumber Co., Atkinson, Neb., 


and Hugh J. Birmingham, O’Neill, Neb., et al. 
Ry et 


al. 
* Finance No. 9114—Arizona Eastern R. R. et al. abandonment. 


April 13—Washington, D. C.—Commissioner Eastman: 
* 25705—Accounting rules of telephone companies. 


April 13—Washington, D, C.—Examiner Kephart: 
Finance No. 3843—Excess income of Monongahela Ry. 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR an d 
Interstate Commerce and State Commission Cases 
Commerce 


Departmental Service 
713 Mills Bldg. Specialists 


WASHINGTON, D. C. 
HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


(TANK, REFRIGERATOR and POULTRY CARS 


Modern in desiqn-maintained in perfect condition 


NORE AMERICAN CAR CORP. (°°) 227 Sourm tasammr st. 
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